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Wider Recognition of Need 
- for Parking Regulation 


ITH admirable clarity the American City Mag- 
azine, in its October issue, suggests in a few brief 
words where we must look for a solution of the parking 
problem in our congested streets. “The right to move 


a car is superior to the right to store a car on the 


public ways.’ This is the outstanding statement in 
a set of principles formulated by that paper in behalf 
of rational city planning and sound municipal finance. 
A summary of these principles is given elsewhere in 
this issue. 

Gratification will be felt by all transportation men 


that other influential agencies are thus aiding the fight 


for relief of congestion by means of parking restric- 
tion. Too often it has been left entirely to the local 
railway management to study the problem of conges- 
tion.and suggest ways to improve the situation. No 
matter how fair the proposed solution might be, it 
usually fell under suspicion because it came from a so- 
called “interested party.” Now, however, other agen- 
cies with no axes of their own to grind are coming to 
see the necessity for better regulation. In the final 
analysis, every citizen is an interested party, and the 
relief of congestion will be of benefit to all. 


Taxation Relief Holds a 
Prominent Position Today 


TUDENTS of economics have been giving much 

thought to the general subject of taxation, and have 
focused particular attention on methods that are applied 
to the regulated utility. For years innumerable the 
ad valorem principle has been the basic one on which 
most taxes were levied. Ability to pay has received but 
scant attention. This is not surprising when it is 
realized that the ad valorem method is not necessarily 
unjust in case the tax is uniform for all similar indus- 
tries, and when it readily can be passed on to the ulti- 
mate user. Herein lies the difficulty in applying this 
principle to the electric railways. In this class of in- 
dustry there are restrictions, known to all operators, 
that effectively limit the ability to pass on increasing 
costs by charging higher fares. 

Recognizing this feature, tax economists have recently 
advanced a principle of taxation based partly on the 
gross revenue and partly on the net revenue. Leslie 
Vickers, in the article on the gross-net tax in this issue, 
likens this principle to ‘that of rent. The use of facili- 
ties operated under the franchise that the state grants 
has a value based only on the ability of the industry to 


earn a profit. If the industry cannot earn a profit then” 


it likewise cannot consistently be expected to pay more 
than a nominal tax. This principle is so fundamental 
that it should meet with whole-hearted support on the 
part of vailway officials. One difficulty is that the elec- 
tric railways may have to fight the battle single-handed, 


as this form of taxation is of primary value to them. 
Realizing this, a nation-wide effort to foster measures 
for taxation relief is being started by the American 
Electric Railway Association. 

There is perhaps no greater or more important op- 
portunity before the industry to-day to gain relief from 
crushing burdens than through creation of a sound and 
fundamental tax basis. It is to be hoped that through 
the effort of the association definite progress can be 
made during the year, and that at the next convention 
there will be at least one state which has recognized 
the gross-net tax in principle and applied it to the 
utilities under its jurisdiction. 

Any utility regulated as to earnings is primarily a 
tax collector for the state. The tax thus collected 
should not place the utility in a position of jeopardy, 
as regards its ability to produce a thoroughly satis- 
factory service at a living wage. 


A Noble Lord 
Is Taken to Task 


NGLAND, too, has its electric railway detractors 

no less virulent than those in the United States— 
detractors who pretend to see the passing of the electric 
railway. According to the Electric Ratlway and Tramway 
Journal of London a noble member in the House of Lords 
recently informed such of his colleagues in that august 
assembly as were present that “all progressive com- 
munities are suppressing the tramways.” Of course 
that paper might be expected to know about any such 
development, but this startling statement came to it 
as news, just as similar statements have come to ELEC- 
TRIG RAILWAY JOURNAL on occasion. As it is that 
paper’s obvious mission, just as it is that of ELECTRIC 
RAILWAY JOURNAL, to be keen and avid in its search 
for railway news, it lost no time in looking into the 
matter, lest movements of moment should be fructify- 
ing while it was under the influence of widely different 
impressions. 

As a result of its search that paper not only failed 
to find any railway scrappings, but really found in many 
directions extensions of and additions to the pre-exist- 
ing tramways. It says that this will doubtless be 
deemed sheer perversity by the noble lord and those of 
his fellow peers who take similar views. Still it ven- 
tures to draw the inference that the authorities who 
are thus adding to the mileage of their tramways know 
what they are doing and why they are doing it, whereas 
the noble lord and his friends have no actual knowledge 
of the traffic problem as a whole, of its complexities, 
or of requirements of the people who are neither peers 
nor the owners of motor cars. On the other hand, it 
charges them with considering themselves and their 
cars only, and with pooh-poohing the serious state- 
ments of highly experienced men like Sir Sam Fay, Sir 
Henry Maybury, and others, who categorically assert 
that tramways are absolutely necessary and that they 
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cannot be adequately replaced by other means of trans- 
portation. 

In its protest against the wild and inexact statements 
which are made so frequently by the enemies of tram- 
ways our English contemporary does not suppose for 
one moment that it will convince them of their errors. 
In this it is correct. That the paper, as a result of its 
inquiry, sees no reason to change its opinion will not 
affect the noble lord any more than would disproof offered 
in the United States with the idea of suppressing similar 
silly statements, made for that matter no less regally 
or lordly. As another contemporary said recently in 
comment akin to this, it is well to remember that logic 
would cramp the style of the man and the noble lord. 
too, who is given to talking through his hat. 


Special Libraries 
Can Help Plan for the Future 


NOWLEDGE of any business, both in general and 

in all its details, is essential to success. Research 
workers are striving constantly to discover new 
methods, new materials, that will lead to better results 
in industry. They are telling the story of their ac- 
complishments month by month and week by week in 
the technical and scientific press. Unfortunately, a 
great deal of valuable work is lost to industry through 
failure of others to find the published reports. Studies 
are made over and over, experimental researches are 
prolonged, and even inventions are duplicated on ac- 
count of lack of access to the original publications or 
failure to locate the articles. 

Writing in a recent issue of Special Libraries, C. A. 
Capper, director of research of the Los Angeles Rail- 
way, emphasizes the importance of reviewing the de- 
velopment of this industry. Quoting Jacques Loeb, “a 
new discovery is a combination of old ideas, and these 
combinations are most likely to occur to the mind of 
the scientist, not when he is handling material things 
but when he is brooding over the thoughts of other men 
and rethinking them himself.” 

Mr. Capper traces the history of transportation back 
to the year 1661 to find the prototype of the street car, 
and indicates the value of the special library in making 
it possible to show the tremendous changes made since 
that time. From this he argues that leaders in the 
electric railway industry should conduct researches to 
determine the social implications involved in the serv- 
ice they render. Here is a real field for the special 
library, and one that alone can justify its establishment. 


Public Transportation— 
Builder of Realty Values 


UBLIC tyansportation has long been recognized as a 

builder of realty values. Placing a definite figure on 
the worth of the service in this connection is far more 
difficult. As a result, the average railway man has 
been content with making a general statement that a 
certain section has been built up through the agency of 
his system and let the statement be accepted for what 
it is worth. 

Perhaps the most extensive survey ever made is that 
recently completed by the People’s Motorbus Company 
of St. Louis. Prompted by increasing taxation, that 
company set out to show that its services had increased 
the taxable values of districts that had not been reached 
by public transportation prior to the inauguration of 


its services. An exhaustive research was made from 
public and private records assisted by specialists in the 
field of realty values. All the statements made were 
taken from official records or other authentic sources. 
As a result of the survey it was shown that realty values 
in the territory served have increased more than 
$36,000,000 in three years. This remarkable result was 
backed up by detail figures, along with photographs 
and maps showing the condition of the various sections 
before and after the development. 

What is of even more value from the utility stand- 
point was the statement that this increase in realty 


‘values has brought to the city of St. Louis new tax 


revenue equivalent to more than $557,280 a year. That 
evidence should make it hard for even a hostile city 
administration to continue strangling the transporta- 
tion line. Be it railway or competing bus operator, it 
is difficult to see the justification in levying taxes that 
make it impossible to give service that will attract 
residents to new territory, building up the city and 
making it a more valuable entity. 

It is somewhat unfortunate that comparative figures 
were not given showing the values of real estate where 
public transportation was not furnished over the same 
period. That would set to rest any question as to a 
general rise in property values, or would give a yard- 
stick in case there had been any material rise. 

There is no reason why similar surveys should not 
be made in other cities where similar questions have 
been raised. True, it may not be so easy, for in many 
places the development has taken place over a long 
period of years. But with patience and persistence it 
should be possible to show, not in general terms, but 
specifically, just how much the transportation service 
has meant to the community. 


The Increasing Hazard 
that Attaches to Street Work 


LAIMS men recently in session at a committee 

meeting kept getting off the subject that was up 
for discussion to comment on the hazards that attach to 
the men employed by their companies for street work. 
The concern of these men was deep, and well it might 
be. They were, of course, discussing the questior 
informally, so that it is impossible to quote the figures 
of injuries and deaths sustained by their employees. 
These figures were distressing and the recital of actual 
incidents, not isolated by any means, was gruesome. 
These men admitted they were about at their wits’ end 
to protect their trackworkers against the reckless 
automobile driver, many times a man of no means, 
against whom it is impossible to recover damages. 
Warning lights are ignored or misinterpreted and 
actual physical barriers intended to protect the work- 
men in the streets have been demolished. 

Several of the men who were discussing the problem 
were agreed that conspicuous dress for the worker in 
the street was, perhaps, more potent as a preventive 
than were ordinary warning signs or barriers. Others 
felt that use should be made of both these precautions. 
Certainly the idea of the distinctive garb or insignia 
for the street worker is spreading. There is evidence 
of this on every side. Two notable instances in the 
news recently are the use of red coats by the track 
greasers of the Wisconsin Public Service Corporation 
and the addition of white belts to the raiment of the 
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street workers of the United Railways & Electric Com- 
pany in Baltimore. In thus attiring their men the com- 

panies are actuated by the same motives that prompted 
the conception of the White Wing, the creator of which 
sought for a garb that would differentiate the street 
cleaner from the pedestrian and accentuate his presence 
in the street. This was, indeed, an original conception 
at the time. It is still potent in the degree of protection 
it affords. No less ingenious and no less potent are the 
means to which railway men are resorting. 

Just as the cities themselves have come to carry on 
at night more of their activities, such as street clean- 
ing, ash and garbage removal, so the railways are doing 
more and more street work at night and in off-peak 
hours. There is, however, an irreducible minimum of 
this work that must be done when the hazards of the 
streets are greatest. Naturally there is no lack of a 
disposition on the part of the companies to afford their 
_ men the best possible protection. The problem really 
_ appears to be to discover the form or forms of protec- 
' tion likely to be most effectual. Nobody seems def- 
initely to know just what this is. Undoubtedly there 
isn’t any answer, in the mathematical sense of an exact 
answer, but the more the problem and the means taken 
to solve it are discussed the more likely is it that the 
hazard will diminish. As the meeting of the commit- 
tee to which reference is made plainly shows, the 
disposition to discuss the matter is there. It is greater 
opportunity for such discussion that is needed, particu- 
larly as the effectiveness of all means of protection is 
put to a constantly increasing test as traffic increases 
and the automobile comes more and more into the hands 
of the reckless, the incompetent and the financially 
irresponsible. 


The Fine Art of 
Saying Nothing at All 


ARLY in the week just ended Mayor Walker of 
New York said that the “new subways, the inde- 
pendent subways, will be operated not as a losing 
proposition to the city and at a 5-cent fare.” He 
assured New York that “this subway thing is going to 
be all right.” But he was reticent about explaining, 
reticent to the extent that “I am not going to confide in 
you now the how and the why.” Naturally this com- 
ment provoked an avalanche of speculation as to the 
how and the why. As the Brooklyn Times said, 
the how and why are very important. Indeed they are, 
particularly as the Board of Transportation has 
declared that the cost of carrying a passenger on 
the new lines will be 8 cents at least, and other author- 
ities have put the cost higher. Moreover, if recollec- 
tion is correct, legislative enactment provides that the 
new city-owned and operated subways may be run at a 
5-cent fare for an experimental period only, after which 
they must be operated on a service-at-cost basis. 
The Mayor’s statement was intended to check pen- 
etrating remarks made by Stewart Browne, who “not 
infrequently nags the metropolitan rulers.” Anyway, 
the comment has seemingly appeased nobody. It was 
agreed that the Mayor’s speech was otherwise delight- 
ful, but that his remarks “sounded too much like the 
old, old applesauce,” 
ingly not forgetting the eight years of Hylan rule. 
But that isn’t all. Later in the week the Mayor said: 
“The tewn needs a social Mayor and a business 
Mayor. The social Mayor would do all the social wel- 
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coming and attend all the dinners and make most of 
the speeches. The business Mayor would do all the 
work. Being the social Mayor would be one of the most 
delightful jobs in the world. Being the business Mayor 
would be one of the most responsible. But to be both 
would take a superman.” 

Still further along in his talk the Mayor sald that 
he had been “criticised for talking foolishness, but it 
seemed to me that the safest compromise was to master 
the fine art of saying nothing at all.” So far there 
has been little or no evidence that the Mayor is a super- 
man, but judged on the basis of his remarks before the 
United Real Estate Board, the conclusion seems ines- 
capable that in Jimmie Walker New York has a Mayor 
to whom the technique of saying nothing at all has no 
mysteries. 


Electric Railways Are an Important Asset 
to the Electric Industry 


OMPLETE disregard of the electric railway situa- 

tion on the part of many of the light and power 
interests is one of the exasperating circumstances that 
face the transportation manager from time to time. 
There is a certain community of interest between these 
two utilities. In fact, they are often held under one 
ownership. The profits from transportation, however, 
have not in recent years been as high as the profits 
from the ever-growing electric power industry. 

It is consequently disconcerting to read the recent 
announcement of the: Society for Electrical Development 
in which campaigns have been planned for 33 electrical 
fields and to learn that electric railway transportation 
is not included in the list. 

By referring to statistics, it is observed that the 
light and power industry generates about 65,000,000,000. 
kw.-hr. a year. To propel the electric cars in the United 
States it takes 12,500,000,000 kw.-hr., equivalent to 
nearly 20 per cent of the entire production of the light 
and power companies. Only about half of this electric 
railway energy is purchased from light and power com- 
panies, the other half being generated in railway power 
houses. There are thus two prospective markets. for 
the light and power utilities: First, to take over the 
power supply of companies that are now generating 
their own, and, second, by helping to increase the use 
of the electric railways. And yet the Society for Elec- 
trical Development, with whatever importance may be 
attached to its 33 campaigns, ignores the field of the 
electric railways altogether! 

While the electric street vehicle is not generally a 
competitor of the street railway, it is quite noticeable 
that two of the 33 campaigns are on delivery trucking 
and industrial trucking. It will be a long time before 
electric street vehicles other than the street cars can 
become as good customers of the light and power utility 
as the street cars are today. Every new passenger that 
the street car can get and every new extension of 
service that results from many new riders are a boost 
for both the railway and the light and power industry. 

It is not so much the loss that might arise by not 
being included among the list of campaigns to be pro- 
moted, but the disregard of the railway industry on 
the part of another that should be its closest friend is 
certainly cause for astonishment. Electric railways are 
generally accepted as a basic necessity, but it is going 
to take a lot of hard work and hard thinking to make 
them a profitable necessity. 
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What Is the Gross-Net Tax? 


Undisputed as a Sound Method of Taxing Public Utilities, the Gross-Net Principle Is Yet Unapplied in a 
Single Case—The Value of a Utility for Taxation Purposes Must Be Based on Its 
Earning Power—The Principle of Rent Is Applied 


By Leslie Vickers 


Economist American Electric Railway Association 


EARLY every public utility man feels that the 
N burden of taxation that his company is paying 


is a heavy one, and if it happens that he is in ~ 


the street railway business he must face a host of 
imposts that are peculiar to his business and for the 
payment of which he has been singled out from other 
taxpayers. Here and there success has met his efforts 
to have these imposts removed as archaic and unreason- 
able—mainly relics of another transportation age—but 
practically nowhere has he been successful in changing 
a complicated and discriminatory tax system into a 
simple, just and scientific one. It is not that he has 
been Jax in the matter of pointing out the shortcomings 
of most state taxing systems as they apply to street 
railways. In fact, he has pointed them out so often and 
nothing has happened that, in many cases, he has 
‘ceased to grumble and has settled down to bear his 
burden like a weary animal that realizes the load is 
heavy but must be borne. 

But a revolt against such obvious tax discrimination 
and unfairness has been forming:for years, and pecu- 
liarly enough it came not from the management of elec- 
tric railways nor from stock for bond holders, but from 
impartial and disinterested students of the subject of 
taxation whose researches showed them the true state 
of affairs. The note of revolt has been sounded in 
economics textbooks for years and students of eco- 
nomics have been aware of the situation. But it seemed 
to be nobody’s business in particular till the New York 
state committee on taxation and retrenchment came out 
with a scathing denunciation of the public utility 
tax law in its report of 1922.* After that it was taken 
up by the National Tax Association, which indorsed the 
findings of the New York state committee, namely, that 
the gross-net tax for public, regulated utilities was 
equitable, simple and efficient. 

Almost every prominent economist and tax expert 
throughout the country has had something to say on 
the matter since that time, and the unanimity of 
opinion among these men is such as has seldom if ever 
been expressed with regard to any other taxation 
method. Not one dissentient voice has been raised— 


*WLECTRIC RAILWAY JOURNAL has at various times published 
results of this work. In the issue of Feb. 4, 1922, appears an 
abstract of the voluminous report to the New York State 
Legislature, submitted by a committee of the National Tax Asso- 
ciation. This committee, appointed in 1920, was headed by 
Hon. Frederick M. Davenport, then member of the New York 
State Senate, as chairman. The report covered the utility tax 
situation in New York. 

On Feb. 16, 1923, Senator Davenport delivered an address on 
the same subject at the midwinter dinner of the American Hlectric 
Railway Association in Washington, D. C. This address was ab- 
stracted in the issue of Feb. 17, 1923. 

In the issue of the JourNat for April 7, 1923, an abstract of a 
report to the National Tax Association was given. The com- 
mittee found that a utility tax on the basis of an equality with 
other business was sound. In its analysis the committee recom- 
mended a form of gross-net tax as perhaps the fairest to the 
utility and the government. 


and yet the system which they so enthusiastically 
recommend is actually not in operation in any one 
state! 

It is not the purpose of this article to relate the diffi- 
culties that beset the reformer in state taxation meth- 
ods, for almost every executive has had experience in 
this field. Its purpose is to outline in brief the gross- 
net tax so that its provisions. may be understood by 
everyone in the utility field to which we seek to apply 
its provisions. 

In the first place, it is obvious that regulation has 
introduced an entirely new element into our business, 
and one that was not considered when most of the 
street railways came into existence. Of course the 
word “franchise” itself connotes some degree of regu- 
lation, but the operator of 30 or 40 years ago never 
dreamed of regulation as we have it today. The street 
railways in every state can now be classed as a thor- 
oughly regulated industry, removed entirely from the 
field of business economics. That is, the economic 
laws that govern ordinary businesses have been sus- 
pended and in their place there have been substituted 
man-made laws that prevent the economic laws from 
operating. A merchant or manufacturer buys and sells 
in the best market he can find in open competition with 
others in his line of activity, and his profits are 
dependent on his business ability and the prevailing 
degree of prosperity. A street car operator is limited 
by franchise as to where he can operate, what service 
he must give, and what. fares he can charge. Further- 
more, the upper limit of his earnings is set as a 
“reasonable return” on the value of his property or his 
investment, as the case may be, and while he assumes 
all the risk that characterizes the business of the ordi- 
nary entrepreneur he stands none of the chances of 
making the profits for which.the ordinary entrepreneur 
enters business. 

In a word, he may be able to earn economic interest 
if his rates are sufficient, his traffic favorable and his 
management good; but he is excluded by the nature of 
his business from making economic “profits.” This 
being so, the question naturally arises, how should his 
obligation to the state in*the form of taxes be meas- 
ured? Obviously the value of his property, if by this 
we mean his investment, is no criterion, for even if the 
rate of fare be adequate for the service rendered, his 
volume of traffic may be insufficient to produce a reason- 
able return. 

The number of electric railways today that are oper- 
ating under such conditions is legion. It is only when 
value is measured by earnings, or with earnings as the 
principal factor, that this becomes a satisfactory yard- 
stick. To such a degree is this recognized that in 
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almost every state where the so-called ad valorem 
_ method is in use, it is the earnings factor that is given 
‘the greatest weight. 


_ PRINCIPLE OF RENT APPLIES TO THE FRANCHISE VALUE 
OF THE REGULATED UTILITY 


But why consider any other factor than earnings? 


' Assuming that the management is capable and honest, 


earnings are the only criterion by which we can 


- measure the value of a franchise which some public 


_ body has granted to some private group. In fact, under 


regulation we should cease to talk about the taxation 


_ of public utilities at all and begin to speak of the “rent” 
_ which a utility must pay to the state for the franchise 


_ granted to it. 


And how is rent measured? Of two 


_ pieces of land, one on the prairie and one in the heart 
_ of New York, the former commands a low rent because 


its earning power is low and the latter commands a 
high rent because its earnings are high. While it is 


the position of the land that gives it rental value, 


it is the terms or conditions of the franchise that give 
the utility its value. There is such a thoroughgoing 


_ parallel between the two cases that it is difficult to con- 
ceive of any argument against the application of the 
_ principle of rent to franchises as to land—and the rental 
_ value is measured by earnings alone! ». 


It is the principle of rent that the gross-net tax 


proposes to apply and secure for the state in the form 


of taxes, exactly what its franchises are worth, meas- 
ured by earnings; or in other words, to have the state 
charge the utilities an economic rent for their fran- 
‘chises. Is this unfair to any one? Certainly not to 
the state, which can only expect to have returned to it 
what its conferred franchises are worth, and which does 
not, in theory at least, either overcharge or under- 
charge. Much honest effort has been spent in the past 
in trying to determine exactly what the state should 
charge for its franchises. It is obvious that its fran- 
chises differ in value and some yardstick should be 
available for measuring these differences. No one 
would think of paying the same rental or tax for a 
newspaper stand as for the right to supply a city with 
electricity. What makes the one more valuable than 
the other? Solely the possibility of earnings—and the 
one is more valuable than the other directly in propor- 
tion to earnings. 

Further, this method is not unfair to the utility, 
which, far from seeking to avoid its civic obligations, 
is anxious, in its own interest and those of its cus- 
tomers, to know what it should pay for the privilege 
of owning the franchise. No one, even with the 
greatest sagacity and foresight, can tell in advance how 
a venture will turn out and no one can say until the 
earnings statement appears what a franchise is worth. 
It all comes back to this, that earnings alone measure 
the value of a franchise and determine the obligations 
of the operating company to the civic body that grants 
the franchise. 


OBJECTIONS TO TAXATION OF NET EARNINGS ALONE 


Logically, then, it might appear that the way to tax 
public utilities would be upon a simple net earnings 
plan. But it must be remembered that this would 
result in complete escape from taxation of many cor- 
porations and the introduction of an unhealthy prin- 
ciple of the avoidance of all state obligations. It is 
generally agreed that every individual and every cor- 
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poration enjoying the benefit of government should 
contribute something to the cost of such service, and 
that these services are provided for the fortunate and 
unfortunate alike. Therefore there should be some 
minimum payment, exacted from every individual and 
corporation, whether they are prosperous or not. 
Besides, the expenses of the modern forms of govern- 
ment are not sufficiently flexible to permit of easy 
adjustment to the great yearly changes in income that 
might follow the introduction of a simple net earnings 
plan. The gross income tax represents both the state’s 
security against abnormally lean years and the corpora- 
tion’s obligation to contribute to the expenses of the 
body politic. Both of these are important enough to 
justify some degree of taxation no matter what the 
earnings situation may be. 

What are “gross earnings” and what are ‘‘net earn- 
ings’? The New York Legislature committee defined 
them as follows: ‘The committee suggests that gross 
earnings be defined as all receipts from the operation 
of a public utility and that net earnings be defined as 
net earnings from the operation of a public utility after 
deduction of operating expenses and taxes assignable 
to operation except special franchise taxes in this state, 
or the gross-net tax itself.” In the case of New York 
State it was necessary to consider the special franchise 
taxes, but the committee recommended their removal by 
constitutional amendment and the replacement of all 
taxes by the gross-net tax. The important feature 
about the gross-net tax, in addition to its equity, is 
its simplicity, for it is designed to replace all other 
taxes. 

There are several ways of applying the gross-net tax, 
but the simplest of them is “fone which imposes a vary- 
ing rate on gross earnings, the variation in rate depend- 
ing onthe relationship of net to gross, the companies 
paying higher taxes as their profits increase and lower 
taxes as they decline.” The exact percentages to be 
applied will vary according to the tax needs of the state 
and to the willingness of the tax assessing. bodies to 
recognize what is fair as between public utilities them- 
selves and as between public utilities and other cor- 
porations. But in order to bring in to the state of 
New York about the same amount of taxes by the gross- 
net method as are now collected by other methods the 
committee made the following suggestion: 

Every company shall pay an annual tax which shall 
be based on gross earnings and which shall be the 
percentage of gross earnings fixed herein: 


Net Earnings in Per Cent of Gross 


Per Cent of Earnings to 
Gross Earnings Be Paid as Tax 
When “less than. acctes sce acer : 1 
BetweenS-5 and LO joyce. nes cscre ies It 
Between 10 and! lon Waverae scale ovale caereren onal $ 
Between Su and eZ0 mata cvesusrees otsene tetas 13 
Between=20 cand 2owea aera va avaneere lanes 2 
Betweeme25 cand dOnt. rartsteee, leeee aegae 24 
Between cOcaAudesor mace cra ccacts mictertets atone 4 
Bet weentad- andes Oleic. seed a ettacee yet ol ate: 23 
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That is all there is to the gross-net tax—it is sim- 
plicity itself, it achieves equality, and it metes out 
justice. Unfortunately, its adoption by the various 
states is not an equally simple matter, for in some 
cases a constitutional amendment would be required, 
and in almost all an attempt to tax public utilities by 
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This Locomotive Pulled a Train of 108 Cars at a Maximum Speed of 32 M.p.H, 


a different method would provoke a storm of protest 
from other groups upon whose shoulders must fall any 
burden from which the public utilities might be 
relieved. 

But even constitutional amendments, both federal and 
state, have been, and can be again, brought about by 
enlightened public opinion; and as the sphere of public 
utility influence through customer ownership and users 
increases, so will the demands for justice in taxation 
for the utilities increase. 

No tax change of this kind, however desirable and 
just, can be brought about by ordinary political means, 
but it can be brought about by the intensive education 
of those who use the services of the utilities and bear 
the burden of taxation. The education of their custom- 
ers is one of the duties of management in this industry, 
and if they apply themselves to it the desired results 
are sure to follow. 


A Mile-Long Train Pulled in 


Electric Locomotive Test 


New York Central Gets First of Two Large Freight 
Locomotives Which Will Be Used in Handling 
Freight Between New York City and Harmon 


ITH a capacity more than double that of any 

electric freight engine already in service on the 
New York Central lines out of New York City, a large, 
dual-unit locomotive was given a series of exhaustive 
service tests by railway officials on Sunday, Sept. 19. 
A train of 108 freight cars, a mile in length, was hauled 
for more than 100 miles at a maximum speed of more 
than 32 m.p.h. Three round trips in all were made 
between Harmon and Morris Heights by the 170-ton 
locomotive with its trailing load of 3,000 tons. 

The train of cars used in the test was said to be 
the longest ever seen in New York City. Only about 
half as many cars may be handled effectively by electric 
switching locomotives previously used by the railway. 
The new locomotive is of the swivel type, with two units, 
the cabs of each being connected by an articulated joint. 


Centering devices are also provided which normally hold 
the two cabs in line, although they are capable of rela- 
tive movement on sharp curves. The swivel trucks are 
provided with centering devices to prevent oscillations 
when running at the maximum speed of 60 m.p.h. 

Eight motors, using forced ventilation, furnish the 
motive power, one being mounted on each axle. Mul- 
tiple-unit control is provided so that the entire loco- 
motive may be operated from either end. The under- 
frame construction is unusual in that the cab platform 
consists of an integral casting, made by the Common- 
wealth Steel Company, instead of being built up of 
fabricated material, as is usually done with so large a 
Iocomotive. The truck frames are also integral steel 
castings. , 

Electrical equipment for the new locomotive was pro- 
vided by the General Electric Company, while the unit 
was constructed by the American Locomotive Company. 
It is the first of two for use in main line work on the 
New York Central between the city and Harmon and 
on the west side to 72d Street when that section is 
electrified. Officials of the railway and representatives 
of the General Electric Company were present at the 
tests, which included motor temperature, current con- 
sumption, train speed and acceleration. 

Three methods of measuring motor temperatures were 
used. These consisted of applying thermometers to the 
motors, using special exploring coils placed in the arma- 
ture slots and connected through slip rings to instru- 
ments in the caboose coupled directly behind the loco- 
motive, and measuring the resistance of the motor wind- 
ings. Temperatures by means of the exploring coil 
method were taken at regular intervals throughout the 
entire test, while the two other methods were employed 
at the beginning and end of each run. Results of the 
tests indicated that the locomotive could haul the speci- 
fied tonnage without injurious heating. 

H. A. Currie, assistant electrical engineer New York 
Central, was in charge of the tests and was assisted 
by J. T. Seaver, assistant engineer electrical engineer- 
ing division; J. A. Carmody, superintendent of electrical 
equipment, and a crew of 24 of the electrical staff. 
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Brooklyn City Railroad Pays Bonus for 


Accident Immunity 


Extended Accident Prevention Work Is Being Conducted on Promi- 
nent Brooklyn Property—Spot Maps, Charts Showing Accident 
Data and Safety Bulletins Are Posted Prominently in Each Operat- 
ing Depot—Method of Reporting Accidents Carefully Worked Out 


UCH attention is being given by the manage- 

ment of the Brooklyn City Railroad to accident 
reduction. The latest step in an extended effort 

along this line is the offer of a bonus of $5 to operators 
for every 30 days without accident. An account of the 
establishment of these prizes was published on page 
289 of the issue of this paper for Aug. 21, 1926. 
Briefly, the company agrees to pay $5 to each con- 
ductor, motorman and safety car operator for every 
' 80-day working period, completed on or before Nov. 30 
of each year, during which the employee operates his 
car without an accident.. This 30-daéy working period 
does not mean a calendar month, but days actually 


cate 


worked, i.e., excluding days off. The only proviso is 
that to receive credit for a day the man must work at 
least eight hours of the day. An accident for which 
the operator is in no way responsible “will not be 
counted against him. The plan went into effect on 
Aug. 1, 1926, and payment will be made to the men 
on Dec. 15 for the period up to Nov. 30 of each year. 


“Spot” MAprs HELP TOWARD SAFETY 


As explained, this bonus offer is only one step of a 
large number which the company has taken to reduce 
accidents and to determine the cause of those which 
occur. One method employed along this line for some 
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- Q. Equipment parts broken or defective, not otherwise 
classified. 

R. Disturbances. 

S. Clearance accidents, passenger striking “L” columns, 
‘passing cars or other obstructions. 

T. Employees injured. 

V. Windows broken. 

W. Substances falling from “L” structures, etc. 

X. Persons falling on stairways or platforms. 

Y. Passengers falling from platforms to track. 

Z. Miscellaneous. 


It will be noted that as there are twenty classes of 
accidents and 26 letters in the alphabet, some letters 
through the list are undesignated. This is so that 


_ additions to the classification can be made, should any 
_ be thought desirable in the future. 


Two sets of maps of this kind are brought up to date 


j daily. One set is kept in the office of the general man- 


ager of the company. There is also a map posted in 
a conspicuous place in each depot, correspondingly 
marked for the routes operating out of it. This map 
is also brought up to date daily. It is mounted in a 
wooden frame and illuminated at night by lamps above 
it. This enables every man operating out of that depot 
to keep in immediate touch with the accident situation 
of all cars on the route, notice the dangerous crossings 
as regards vehicular collisions or collisions with other 
trolley cars, boarding and alighting accidents, clearance 
accidents, etc. These charts are also used as the basis 
for conferences on ways to reduce accidents, talks to 
the men by representatives of the management, divi- 
sion superintendents, etc. 


' COMPARATIVE CHARTS ARE ALSO COMPILED MONTHLY 


Besides the spot maps, the company compiles monthly 
for posting in every depot a comparative graphic repre- 
sentation of the accidents occurring during the month 
for the past three years on the routes operating from 
that depot. This chart gives the accident data on the 
basis of each 10,000 car-miles run and is printed in 
colors on a poster measuring 14 in. wide by 22 in. high. 
The chart also carries a list of the unreported cases for 
the month, i.e., those cases which are brought to the 
attention of the management through its claims depart- 
ment or otherwise but have not been reported by the 
crew. Of course, in some cases, perhaps in most cases, 
the lack of a report does not mean the crew or oper- 
ator was negligent in not reporting the case. The 
motorman, conductor or safety car operator may not 
have known that such an accident occurred, as when the 
rear of a car hits an automobile a very slight blow 
on rounding a corner, or when a passenger who has 
alighted is struck by a vehicle while passing to the 
curb. 

In the original chart, as shown in an accompanying 

illustration, the 1926 line is printed in red, the 1925 
line in yellow and the 1924 line in green. In the illus- 
tration these different colors can be indicated only by 
the relative darkness of each line. 
* The data on which these charts are based are avail- 
able on the tenth of the month following that covered 
by the comparisons. The charts are then immediately 
printed and are posted in the depots not later than the 
fifteenth of the month. As will be noted, depots are 
arranged in the order of accidents, the depot having 
the lowest record of accidents per 10,000 car-miles 
appearing first. 

Publication of the number of unreported accidents 
has been found to stimulate the reporting of accidents 
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which members of the crew might not otherwise have 
reported. 

Detailed charts of different classes of accidents by 
the cars operating out of each depot are also posted in 
each depot for the use of the division superintendent 
and the men under his direction. 


How AccIDENTS ARE REPORTED 


There is a great variety in the forms of accident 
reports used by electric railway companies, but the 
blanks employed by the Brooklyn City Railroad possess 
perhaps more than the usual interest because of the 


WE NEED ‘your ae 
PREVENT ACCIDENTS: 
‘UTS KEEP THE PINS OFF 


Spot Maps of This Kind Help Car Crews to Know Where Accidents. 
Are Apt to Occur. They Are Framed and | 
Hung in Each Depot 


high traffic density on the streets in Brooklyn, as well 
as the fact that nearly all of the lines of the company 
are on city streets. 

The first report made of an accident by the conduc-. 
tor, motorman or operator is an oral one. If there is 
a street inspector or supervisor present or near at the 
time of the accident, the facts are told to him and he 
If there 
is no such official in the immediate neighborhood, the 
car operator is instructed to tell the facts to the first 
inspector or supervisor whom he may pass, and also to 
telephone the depot about it at his first opportunity. 
The written report of the accident is made out by the 
operator after he returns to the depot at the end of 
his trip and is dropped into a special slot box for that 
purpose. 

In all telephone reports of accidents, whether by an 
inspector or operator, the facts are reported in the 
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order followed in the standard report blank. They are 
taken down over the telephone by the depot clerk in 
this same order and entered in duplicate on the stand- 
ard accident blank. The clerk then immediately calls 
up the main office, asking for “drop 750,” and gives a 
summary of the information reported. He then sends 
the original of the blank he has made out to the main 
office and retains the duplicate in his accident report 
binder. 

The clerk at headquarters receiving this information 
keeps in his typewriter six tissue sheets, and as the 
information is given, he types it as it comes over the 
telephone. One copy is then sent directly to the claim 
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Charts with Comparative Accident Records for the Past Three 
Years Provide Another Way of Stimulating Care in Operation 


department and other copies to the heads of other 
departments concerned. Thus, if the accident was 
caused by any defect in the track or developed any 
such defect, a copy would be sent to the head of the 
track department of the company. 

The blank at the right of the two shown on page 570 
is that used by the car crew in making reports. That 
at the left in the group is the one employed by the 
depot clerk. 

As explained, a report of every accident of which 
there is a record goes promptly to each division super- 
intendent so that he has extended details shortly after 
the occurrence. He also has the names of the trans- 
portation employees involved and can interview them 
promptly as to their responsibility and other details. 
If he feels as the result of this inquiry that the men 
should lose the chance of their bonus for the 30 days 
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concerned, he tells them so and the men have an oppor- 
tunity at this time to set forth any reasons why they 
think the accident should not count against the pay- — 
ment of their bonus. 


OTHER OFFICE AND CLAIM DEPARTMENT RECORDS 


In this statement of record kept of accidents, men- 
tion should be made of the card index of accidents kept 
individually for every motorman, conductor and safety 
car operator. There are two such records, one at the 
depots and one at the main office. The depot record is 
kept on a card with space for each day during the year 
on which the classification of the accident and the 
discipline administered can be entered. This card 
record is kept alphabetically by names of employees. A 
very similar record is kept in the main office except 
that there the record is kept in Kardex index record, 
which is considered more convenient because records 
have to be kept here of all the platform men on the 
system, numbering altogether about 2,400. 

It is considered desirable to keep each division super- 
intendent informed of the later history of every 
reported accident on his division. This is a plan some- 
times neglected on other properties. On the Brooklyn 
City Railroad, in every case where a settlement is made 
amounting to more than $50, the claim department 
gives all facts to the division superintendent together 
with any special points which may have come up, indi- 
cating the advisability of a change in operating prac- 
tice from that depot, or special instructions to the 
motorman or conductor involved in the accident. 


RESULTS HAVE BEEN ENCOURAGING 


The safety program of the company, as outlined, is 
in the general charge of A. L. Hodges, assistant to the 
general manager, and the board of directors feels that 
its policy of checking accidents and rewarding oper- 
ators for immunity from accidents, as described, is giv- 
ing good results. Previous to the establishment of the 
bonus system, the company gave credit for immunity 
from accidents for 25 consecutive working days. The 
merit and demerit system of discipline is employed on 
the Brooklyn City Railroad, and these credits were 
added to individual records in the usual way. Since 
the announcement of the bonus system, these credits 
are no longer entered on the employee’s record. 

Still another practice of the company has 
helped to reduce accidents, it is believed. This is the 
plan of bringing suits for damages to cars caused by 
vehicular collisions for which the operator of the 
vehicle was responsible. Information of this kind 
comes in, of course, with the accident reports already 
described. If, after an examination, the company be- 
lieves that its employees were not responsible for the 
accident but the driver of the other vehicle was, a 
letter is sent to the owner of the vehicle causing the 
injury, setting the damages at a definite figure and 
stating that the company expects to be reimbursed. If 
no reply is received within a reasonable time, the mat- 
ter is turned over to the claim department, which is 
asked to bring suit. 

The present cost of damages on the Brooklyn City 
Railroad amounts to about 6 per cent of the gross 
receipts, which is considered low for a property oper- 
ating purely city service under the congested street 
conditions existing in Greater New York. It is hoped 
that even this figure will be reduced. 
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London Tramways Improve Service 


to Meet Bus 
Competition 


Discontinuance of Trailer Operation and In- 
a stallation of More Powerful Motors Have 
Resulted in a Substantial Increase of Speed 

—Better Lighting and Use of Comfortable 


Plush-Upholstered Spring Seats Have Made 


the Car Interior More Attractive 


Westminster Bridge, Where Tramecars and Buses Are in Active Competition 


portation undertakings. Illuminating figures are 

quoted in a recent report issued by the London 
and Home Counties Traffic Advisory Committee show- 
ing the rapidity and extent of the growth of bus com- 
petition with tramways during the last six years. In 
January, 1920, the number of buses plying for hire in 
competition with the municipal tramways was 612, with 
an average seating capacity of 34. Four years later 
they had increased to 1,166, and in January, 1925, 
to 1,818, with an average seating capacity of 50. 
At this point the position appears to have been stabil- 
ized by action taken under the London traffic act of 
1924. Conditions such as these convinced those re- 
sponsible for the operation of tramways of the prime 
necessity of bringing them to the highest standard of 
efficiency both in respect to speed and comfort. With 
this end in view various steps have been taken to in- 
crease the popularity of the service. 


[en is a battleground of competitive trans- 


SPEED INCREASED TO 9.51 M.P.H. 


According to the records of the London County 
Council Tramways the average speed of cars has risen 
from 9.29 m.p.h. in 1922-1923 to 9.51 m.p.h. in 1924- 
1925. This increase in two years is the more note- 
worthy because of the densely congested and thickly 
populated district served by the L. C. C. system. 

Two factors have been primarily responsible for 
the improvement — first, the discontinuance of trailer 


operation, and, second, the installation of higher pow- 
ered motors. 

In 1922 the London County Council Tramways was 
operating trailers on three important routes on the 
southern part of the system, namely, Victoria Embank- 
ment to Norbury, Victoria Embankment to Merton, 
and London Bridge to Greenwich. At that time there 
were 150 trailers on the system. While it was felt by 
the management that trailer operation had been satis- 
factory at the time of its introduction, more recently 
it had become a source of serious delay by reducing the 
speed of all cars on routes where trailers were used. 
Moreover, in bad weather the open upper decks of the 
trailers were not being used to the fullest extent. For 
these reasons it was decided to make careful investiga- 
tions to determine whether or not it was desirable to 
continue the operation of trail cars. - Tests were carried 
out on the Merton and Streatham routes, in order to 
make a comparison between the operation of routes 
with and without trailers. 

From these tests it was found that the operation of 
single units possessed many advantages over the oper- 
ation of trailers, including reduced running time, time 
saving in changing ends at the terminus and increased 
revenue. On the Merton route the reduction in run- 
ning time amounted to six minutes in an average round- 
trip time of 96 minutes, or in other words an increase 
in speed of 0.7 m.p.h. On the Norbury route the time 
saved was four minutes in the morning and six minutes 


ELECTRIC RAILWAY 


JOURNAL Vol. 68, No. 14 


On Many Streets in London Tramways and Buses Vie with Each Other for Traffic 


in the evening on an average round trip of 993 minutes, 
equivalent to an increase in speed of 0.5 m.p.h. As a 
result of these tests it was decided that it would be 
more economical to operate the service with motor cars 
only and discontinue the use of trailers on all of the 
tramway lines. 

In March, 1923, the London County Council Tramway 
management came to the conclusion that it would 
be possible to effect considerable improvements and 
economies in the service by substituting modern, up-to- 
date motors for the older equipment on the cars used 
on certain routes where conditions were favorable to 
the attainment of higher average speeds. The latest 
type of car purchased by the Council had been fitted 


with high-power ventilated motors and had been in 
operation sufficiently long to convince the officials of its 
value. As a result of using the new type of motor it 
had been found that considerable reductions were 
effected in the cost of operation, while at the same time 
there was an increase in speed. 

As the first step in this direction, 200 cars built in 
1907-1911 were equipped with two 60-hp. motors each 
in place of 42-hp. motors. The latter were substituted 
in place of 35-hp. and 30-hp. motors on older cars: In Feb- 
ruary, 1924, an extension of this scheme was decided upon 
and an additional 200 cars were equipped with 60-hp. 
motors. Thus a total of 800 cars were re-equipped with 
motors of higher capacity, the cost being about £300,000. 


At Left, Spring-Cushion, Plush-Upholstered Seats Are Being Installed on Cars of the London County Council Tramways to Encourage 


Traffic. 


At Right, Installation of Additional Lamps Gives 60 Per Cent Better Illumination Inside the Car 


- track in their usual effi- 
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The effect of these 
changes on the speed of 
operation is shown in the 
accompanying table. 

During the war and 
immediately afterward it 
was not possible for the 
London County Council 
to maintain the cars and 


cient state. For this 
reason figures for years 
prior to 1920-1921 are 
not given. —By 21922: 
however, the pre-war 
condition had been re- 
gained, and it was obvi- 
ous that something of a 
positive character was 
necessary before any 
substantial improvement 
in speed could be attained. 
The discontinuance of 
trailer operation and the 
installation of more pow- 
erful motors have accom- 
plished this end. As ¢ 
shown by the tabulated 
figures there has been an 
increase of 0.25 m.p.h. in 
speed and an increase of 
5.5 miles operated per car per day. 

Assuming that two trailers are equivalent to one 
motor car, it will be seen that the average number of 
cars in use in 1924-1925 was only ten more than in 
1922-1923, but the total mileage was 4,500,000 more. 
The increase in car mileage was from 63,500 to 68,000, 
or more than 7 per cent. Had this been accomplished 
entirely by placing additional units in service, 100 more 
cars would have been required. ‘Thus the increase in 
speed has been equivalent to the provision of 90 new 


RESULTS OF EQUIPMENT MODERNIZATION 
Average Average Number of Miles Total 
Speed, ars in Use per Day Mileage, 
Year M.p.H. MotorCars Trailers per Car Millions 
TODO 21a eck erg ts, 3 ie 9.02 1,278 116 120 574 
UO D225 sites cides ceatt 9.13 1,325 112 121 594 
1922 23S ists wete aria ea 9.29 1,421 76 1214 635 
1923-24 ee am sek ae 9.49 1,445 17 1244 64* 
924-25) raeternae e acies 9.51 1,469 tar 1264 68 


*Strike during ten days. 


cars on the system, or, allowing for necessary spare 
equipment, the saving is equivalent to the annual inter- 
est charges on 100 new cars and their operation for 
fourteen hours a day. 


CARS MADE MORE COMFORTABLE 


After having made these changes, which increased 
the speed of tram cars to the same or greater than 
that of the buses, the management next turned its 
attention to increasing the passenger comfort of the 
vehicle. An experimental car was built embodying 
many improvements in design. Five cross seats on 
each side of the center aisle with longitudinal seats in 
each of the four corners were provided on the lower 
-deck. The floor was covered with a thick cork carpet. 


London County Council Tramways Is Improving the Quality of its 
Service by Installing More Powerful Motors and 
Rearranging the Interior of Cars of This Type 


The number of electric 
lamps in the lower saloon 
was increased from six 
toten. Pneumatic signal 
bells were arranged for 
the convenience of pas- 
sengers. The ceiling 
hand rails were rear- 
ranged to suit the new 
seats. Outside the car 
was painted in ver- 
milion, in striking 
contrast to the dull 
chocolate color of 
the other cars. Pre- 
liminary experience 
with this car was 
so satisfactory that 
in August the Lon- 
don County 
Council au- 
thorized the 
equipment 
and rear- 
rangement of 
100 more cars according 
to the same plan. 

Many other tramways 
in the British Isles are 
faced with similar prob- 
lems of bus competition 
and are considering taking similar steps to meet the 
situation. The subject was discussed at length at the 
annual meeting of the Municipal Tramway Association 
Sept. 8-10. An abstract of these proceedings appears 
on page 584, 


To Park or Not to Park 


N BEHALF of rational city planning and sound 

municipal finance in connection with street widening, 
transit construction, etc., the American City Magazine 
in its October issue suggests a statement of principles 
concerning parking and storage of automobiles ap- 
plicable in all cities. The first of these is to the effect 
that streets are primarily provided for general use as 
lines of communication and that the rights of the differ- 
ent classes of traffic to unlimited use of the streets, in- 
cluding the right to park, are subject to the public 
and civic welfare. Another states that the right to 
move a car is superior to the right to store a car on 
the public ways, although there is no objection to un- 
limited parking where it does not interfere with the ex- 
peditious movement of traffic and with reasonable access 
of vehicles to the curb. All future department stores, 
theaters, tall office buildings and other business struc- 
tures catering to large numbers of customers or tenants 
should be built with the knowledge that space must be 
provided off public streets for loading and unloading 
merchandise and storage of customers’ automobiles. 

Favorable comment on these principles is made in 
the same issue by Robert Whitten, city planning con- 
sultant, New York; S. J. Williams, director public 
safety division, National Safety Council; Walter Jack- 
son, fare and bus. consultant, Mount Vernon, N. Y., and 
A. H. Outhank, chief domestic commerce division, U. S. 
Department of Commerce. 
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Youngstown Adopts Series 
Car Lighting 


Twenty Lamps in a Single Circuit Provide Improved 
Illumination at Lower Cost—Newly Developed 
Cutout Makes Detection of Dead Lamps 
and Replacement Easy 


By H. H. HELMBRIGHT 
National Lamp Works, General Electric Company 


OT the least among the features of the new cars of 

the Youngstown Municipal Railway, mentioned in 

the article in last week’s issue by R. N. Graham, man- 

ager of this company and the Pennsylvania-Ohio Electric 

Company, is the system of lighting. A series of twenty 

lamps on one circuit replaces the ordinary five-in-series 
method. 

Remove any one of the inclosing shades above and 

there you will find an automatic cutout lamp, used for 

the first time as standard equipment by any operating 


This Picture of the Car Interior Was Taken Entirely by the Light of the New Lamps. 
Note Absence of Glare 


company. This new lamp is the result of several years 
work on the part of the incandescent lamp development 
laboratories of the General Electric Company, located at 
Cleveland, Ohio. Several preliminary installations were 
described in ELECTRIC RAILWAY JOURNAL for Aug. 22, 
1925, page 275. 

In order to appreciate the real meaning of this new 
development it might be well to explain the difficulties 
which have been experienced in the past when attempt- 
ing to use gas-filled lamps on street railway circuits. 
Past practice has. called for the operation of vacuum- 
type lamps arranged in series circuits of five lamps 
each. When Mazda C (gas-filled) lamps of the ordi- 
nary type are operated on such circuits serious arcing 
is encountered when a lamp burnout occurs while the 
circuit is alive. This arc, due to the conductive effect 
of gas, is often sustained indefinitely. It will con- 
tinue to melt away the lead wires and carry on through 
to the lamp base, usually ruining the socket and wiring. 
This difficulty has been a serious handicap to the street 
railway field, for the latter has not been able to keep 
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pace with the better illumination trend in other fields 
using gas-filled lamps. : 

The new lamp is so constructed that the burnout are 
is quickly “killed” by means of a small nickel and alumi- 
num device clamped around the lead wires, which pro- 
vides a shunt across them should the lamp burn out. 
A simple aluminum oxide cutout on one of the lead wire 
locations will break down should a lamp filament break 
while unlighted and it will shunt the lead wires when 
the circuit is again energized. The construction and 
method of installing this device are shown in one of 
the illustrations. 

In another diagram is shown the seating arrange- 
ment of the cars and also the locations of the lamps. 
All outlets shown in the seating portion of the car are 
equipped with Ivanhoe inclosing-type street railway 


Juminaires fitted with short-circuiting sockets which 


permit the replacing of lamps without disturbing the 
other lamps in the circuit. The platform outlets are 
equipped with deep bowl white enameled steel reflec- 
tors. These reflectors direct the light toward the steps 


Tho Film Cutout Short Circuits the 
Lamp in Case of a Burnout or 


Break in the Filament 


and also prevent specular reflection from the cab win- 
dows reaching the operator’s eyes. One lamp is pro- 
vided in the Hunter sign at each end of the car. 
Electric Service Supplies Company’s No. SR-95 Golden 
Glow headlights are connected with the rear center 
platform outlet by means of a throw-over switch, so as 
to provide for double-end service. Each of these out- 
lets uses a 30-volt, l-amp., A-19 inside frosted bulb 
Mazda C lamp and all are connected in a single series 
circuit across the 600-volt line. Therefore, a string of 
twenty lamps is used. Had the voltage been 5 per 
cent more, or 630 volts, 21 lamps would have been 
installed. 

The accompanying graph shows the intensity as well 
as light distribution secured. These data were 
obtained by taking illumination measurements at nor- 
mal reading position (83 in. above the floor) at the 
locations shown. Since the car interior is of sym- 
metrical design only one-fourth of the car area was 
considered, this method being accepted as sufficient to 
provide an average for the entire car. It will be noted 
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Forty-Five Degree Plane 33 Inches Above Floor 


Above, Floor Plan of the Youngstown Car, Showing Locations of Outlets and Positions for Photemetric Tests. 
Below, Light Intensities in Horizontal and 45-Deg. Planes at Reading Height 


that the average intensity for the seating portion of the 
car of 6.0 foot-candles is obtained on the 45-deg. read- 
ing plane. Approximately 360 watts are used in this 
section. 

Using for comparison the illumination provided by 
36-watt, 120-volt, Mazda B lamps arranged in circuits 
of five lamps each, 570 watts would be required to 
provide this same intensity. On the basis of the results 
with 36-watt, 120-volt Mazda B lamps throughout the 
car a total of 820 watts would have been required, com- 
pared with 600 watts using the cutout lamp. 

' However, the light efficiency of this gas-filled lamp is 
but one of its many advantages. For instance, when a 
lamp burnout occurs, the one lamp only becomes dark- 
ened; the remaining nineteen lamps, although connected 
in the same series circuit, continue to operate. This 
greatly facilitates replacement of the burned-out lamp. 
It is unnecessary to check the circuit, as required when 
using five ordinary lamps in series. 


HEAVY FILAMENTS GIVE LONG LIFE 


The filament in the Mazda C lamp is approximately 
24 times as large in diameter as that used for the 
standard 36-watt Mazda B lamps and is about one- 
fourth as long. It is coiled and supported at three 
points. These features provide a lamp that not only is 
‘highly efficient but extremely rugged. The short life 
experienced from Mazda B lamps due to filament inter- 
locks is entirely eliminated. 

Another advantage experienced by the Pennsylvania- 
Ohio company is that the problem of lamp theft is prac- 
tically solved. The new lamp, being designed to operate 
at 30 volts, will immediately burn out when placed on 
house lighting circuits. 

Many complimentary remarks have been made by the 
patrons of the Pennsylvania-Ohio company since the cars 


have been operating. An abundance of light is fur- 
nished and at the same time glare is reduced to a 
minimum. The white ceiling, together with the low 
brightness of the lighting glassware, has made this 
possible. 


Group Insurance Expanded at 
Schenectady 


ONTINUED co-operation between the management: 

and employees of the Schenectady Railway, Schenec- 
tady, N. Y., has resulted in an expansion of the com- 
pany’s group insurance program to include health and 
non-occupational accident protection and accidental death 
and dismemberment coverage. Life insurance, in force 
for about two years, totals approximately $480,000, and 
is about the same in amount as the accidental death and 
dismemberment insurance. 

The combined insurance plans enable an employee to 
receive a maximum of $1,000 life insurance and $1,000 
accidental death and dismemberment protection. Under 
the provisions of the health and accident policy, an 
employee will receive benefits ranging from $10 to $20, 
according to the size of his weekly salary. 

Through the provisions of the accidental death and 
dismemberment policy, the family of an employee killed 
in an accident will receive $1,000, in addition to the 
death benefits established by his life insurance, while if 
the employee suffers the loss of an eye, limb, or of any 
two members, he himself will receive a cash payment of 
either $500 or $1,000, according to the extent of his 
injury. 

The insurance, under both new and original contracts, 
is being underwritten by the Metropolitan Life Insur- 
ance Company and covers about 360 employees of the 
railway. 
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Accidents Reduced in St. Louis 


Much Credit Is Due to the Activities of the Safety 
Director—Prizes Offered for Various Safety 
Contests on the United Railways System 


ONTINUED decrease in the number of accidents 

on the United Railways of St. Louis has resulted 
from the interest in safety matters created through 
the work of E. K. Eastham, safety director of that 
system. For the year 1923 there averaged 2,112 acci- 
dents per month. In 1924 this was reduced to an aver- 
age of 1,781, in 1925 to 1,738 and in 1926 for the first 
four months to 1,619 per month. The high point of 
3,181 car-miles per transportation accident was reached 
in July of 1925. Practically every month for the last 
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age in the congested districts. In order to put these 
carhouses on a parity with other stations, they are 
assigned arbitrary handicaps from par or zero to twelve 
points for those carhouses where the traffic conditions 
are the worst. The final scoring to determine which 
carhouse receives the dinner is obtained in the follow- 
ing manner: The stations are first listed in their 
relative order in regard to the first point named above, 
boarding and alighting accidents. The station ranking 
first received 39 points, the station ranking second 
36 points and so on down the list, subtracting three 
each time. The second point above, all other trans- 
portation accidents, is listed in the same way—the 
station at the top receives 26 points and the next 
station ranking below receives two less points, and so 
on down the list. Similarly the no report claims are 


One of the Thirteen Stations of the United Railways of St. Louis at Which Safety Work Is Being Actively Promoted by 


the Safety Director. 


two years has resulted in a higher mileage per trans- 
portation accident than the comparative month the year 
previous. 

These results are accomplished in a number of ways; 
one or two different kinds of contests are always in 
progress. In the past, contests have been run between 
the different car stations of the property for the best 
reduction in automobile collision accidents in which a 
$100 prize was given. At another time a $100 prize 
was offered for the best reduction in the total of all 
accidents and a similar prize in another contest was 
given to the car station making the best reduction dur- 
ing the year previous of claims arising on which no 
reports had been filed. 


How THE RECORDS ARE CALCULATED 


Every three months the motormen and conductors 
producing the best accident records are given a dinner 
by the company. The comparison on which the best 
accident record is calculated in this safety dinner con- 
test is based on a number of points. First comes the 
item of boarding and alighting accidents, the score on 
this point being determined by the number of passen- 
gers carried per accident. The second point is based 
on all other transportation accidents and is scored by 
taking the sum of the total mileage plus one-tenth of 
the passengers carried and dividing this sum by all 
accidents. The third point is the calculation of per cent 
of “no reports claimed.” Scoring for this point is 
obtained by dividing the number of no reports claimed 
by the total of all accidents. 

Certain stations operate greater proportional mile- 


This View Illustrates North Broadway Car Station, Completed Less than Three Years Ago 


calculated. The station ranking first in this receives 
thirteen points and each station below in turn receives 
one less, and so on. These points are then added 
together with the handicap allowed and the station 
having the highest number of points receives the 
dinner. 

Beginning with March 1, 1926, another contest was 
started. The carhouses having the three highest scores 
for the six months beginning with that date may each 
elect one trainman to attend the National Safety Con- 
gress in Detroit with Mr. Eastham. 

In addition to these contests many meetings are held. 
Safety work is considered to include personnel work as 
well. There is a safety committee on the property. 
Every two months two additional men are elected, one 
motorman and one conductor from each station. Old 
members do not retire, but stay on the committee. At 
present this committee numbers about 400, there being 
about 32 men from each station. Meetings of the 
safety committee are held once every four or five weeks. 

Fatalities in which the United Railways was involved 
in any way were 31 in 1925. This figure is compared 
with the lowest record of fatalities occurring in 1920 
and 1922 with 25 fatalities and the high point in 1910 
of 70 fatalities. The safety director, in further report- 
ing on the activities of his department in 1925, stated 
that 305 meetings that were directly connected with 
safety work on the United Railways were held during 
the year. There were 78 other meetings either of the 
St. Louis Safety Council or committees of that council. 
Safety talks to the number of 195 were given by the 
safety director during the year. 
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Service Obtained from 


Trolley Wheels 


ISCUSSING results obtained 
with standard makes of trolley 
wheels, the Electric Railway Associa- 
tion of Equipment Men, Southern 
Properties, gave some interesting 
figures at the tenth semi-annual 
meeting. The Dallas Railway, Dal- 
las, Tex., uses a 6-in. wheel with a 
l-in. axle and obtains an average 
_ of 3,500 miles per wheel. This com- 
pany is now testing out trolley shoes 
_and finds that they reduce the num- 
ber of delays. Cars are equipped 
_ with two trolley poles, one of which 
has a wheel for backing up. The 
trolley wire is lubricated every three 
months at a cost of approximately 
_ $1 per mile. This company also uses 
some 4-in. diameter wheels and ob- 
‘tains an average of 8,000 miles. 
Of other railways discussing this 
- question, the Chattanooga Traction 
Company, Chattanooga, Tenn., uses 
_a 4-in. wheel and obtains 1,800 miles. 
The Mobile Light & Railroad Com- 
pany, Mobile, Ala., averages 6,000 
_miles from a 4-in. wheel. The Knox- 
ville Power & Light Company, Knox- 
ville, Tenn., uses a combination of 
_ trolley shoe and wheel for backing 
_ up, and has had trolley shoes in 
service now on its interurban lines 
for two years and found them en- 
tirely satisfactory. The company 
uses 18 to 24 Ib. tension at the wire. 
The Birmingham Electric Company, 


> 


t 


Birmingham, Ala., uses a 6-in. wheel 
and obtains 9,000 miles for the 
wheels and 5,000 from bushings. The 
Arkansas Central Power Company, 
Little Rock, Ark., uses 4-in. wheels 
with #4-in. axles and obtains 9,500 
miles. Both the Georgia Railway 
& Power Company, Atlanta, and the 
New Orleans Public Service, Inc., 
New Orleans, La., use 6-in. standard 
wheels, Atlanta obtaining about 
6,000 miles in city service and New 
Orleans 11,000 miles. 


Electrically Heated Babbitt 
Pots Installed 


’ HAT is probably the first com- 
plete installation by an electric 
railway of electrically heated babbitt- 
ing equipment has been made by the 
Los Angeles Railway, Los Angeles, 
Cal. This equipment is used for re- 
babbitting the car journal and arma- 
ture bearings. The installation con- 
sists of three electrically heated and 
automatically controlled melting pots 
and a preheating oven, all of General 
Electric manufacture. In addition, 
an electrically heated Oakite cleaning 
tank and various metal-lined bins 
and benches made in the shops of the 
company have been installed. 

Great effectiveness in the babbitt- 
ing process is obtained by maintain- 
ing a uniform temperature with the 
thermostatic control. This is set for 
the correct heat, which is then auto- 
matically maintained constant. The 


Now Bearing Section of the Los Angeles Railway Shops 


Oakite cleaning tank, the melting 
pots and the preheating oven are ar- 
ranged in order to obtain the most 
efficient step-by-step process of pro- 
duction. Methods used in rebabbitt- 
ing bearings were described in the 
ELECTRIC RAILWAY JOURNAL for 
July 26, 1926. 


Old Passenger Cars Con- 
verted to Sand Cars 


AVING a number of old pas- 
senger cars which had fulfilled 
their period of usefulness as such, 
the Portland Railroad, Portland, Me., 
converted several of them for duty 
as sand cars. In this capacity they 


Filling a Pail from the Gate in the Side 
of a Rebuilt Sand Car 


serve two functions, the first being 
to operate as track sanders in periods 
of inclement weather, while the other 
is in their use as sand reservoirs 
while in the shops. Small sand gates 
located in the sides of each unit are 
shown. 

Large bins constructed in each of 
the sand cars contain 5 cu.yd. of 
sand when filled to capacity. All 
of the fittings, such as seats, heaters, 
etc., were removed from the interiors 


‘of the cars when the bins were added. 


No further changes were necessary, 
other than to provide the necessary 
sand feeders for covering the rails 
and inserting the sand gates. 
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New Equipment 


Available 


Front-End-Mounted 
Compressor 


OR the purpose of getting away 

from troubles caused by undue 
strain upon timing gears, chains, 
belts or universal joints, the Chris- 
tensen Air Brake Company, Cleve- 
land, Ohio, has worked out a 
compressor for mounting on the 
front-end gear case cover plate of 
the vehicle engine. This is driven 
directly from an eccentric on the 
main crankshaft. This makes it 
practically an integral part of the 
engine and, besides, a very simple 
construction and drive. This type 
of mounting for the compressor has 
been incorporated in several differ- 
ent makes of buses. The one shown 
in the illustration is on the front- 
end gear case cover plate of a Con- 
tinental Model 14H engine installed 
in a six-wheel bus for the Cleveland 
Railway. 
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Improved Roller Bearing 
Mounting 
OTH radial and thrust loads are 


cared for in a combined roller 


and ball bearing designed partic- 
ularly for electric railway use, 
which has been announced by the 


i 
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Combined Roller and Ball Bearing Designed 
for the Axle Boxes of Electric Cars 


Norma-Hoffman Bearings Corpora- 
tion, Stamford, Conn. The radial 
loads are carried on roller bearings 
and the thrust loads on ball bearings, 
all being mounted on a _ tapered 


Christensen Compressor and Governor Mounted on Front-End Gear Case Cover Plate 
of Continental Model 14H Engine Installed in Six-Wheel 
Bus in Service on the Cleveland Railway 
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sleeve. The ball bearings are thus 
relieved of all radial loading as they 
do not have contact around the outer 
periphery. The accompanying draw- 
ing shows the construction used in 
this new design of axle box mount- 
ing for electric cars. 

Advantages claimed by the manu- 
facturer include a reduction in trac- 
tive resistance, quicker acceleration 
and easy dismantling without de- 
stroying the original fit of the inner 
rings on the sleeves. Adequate pro- 
tection is provided against dirt and 
moisture and ample space for lubri- 
cants. 


Adjustable Seats for 
Bus Drivers 


EATS of the adjustable type for 

bus drivers have been developed 
in two styles by the Eberhard Manu- 
facturing Company, Cleveland, Ohio. 
In one of these styles the seat is, 
provided complete with pedestal. In 
the other style the seat is designed to 
be mounted directly on the battery 
box in such a way that the box cover 


; F 
Adjustable Seat with Pedestal. 
for Mounting on Battery Box Is 
Similar in Style 


The Seat 


and the seat can be tilted to inspect: 
the battery. 

It is possible for the driver to 
move the seat backward or forward. 
to suit his own comfort merely by 
turning the thumb screw A, which is. 
shown in the accompanying illustra- 
tion. It is umnecessary for the 
driver to leave the seat in making 
this adjustment. The screw which 
moves the seat into the desired posi- 
tion also. locks it in place. Flat 
springs are so arranged that the 
operating mechanism cannot rattle 
under road shocks. Both of these 
types of seats will be on exhibition 
at the A.E.R.A. convention in 
Cleveland. 
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Powerful Snow Fighter and 
Dumper Designed 


ee by a 100-hp., six-cylin- 
der engine the new snow-fighter 
and dumper now offered by the 
Walter Motor Truck Company, Inc., 
Long Island City, N. Y., has tremen- 
dous pushing power. A _ special 
transmission is provided with five 
forward speeds so as to give a range 
of ten to one. 

The front plow is a new patented 
type designed to throw the snow well 
off the road. This is of particular 
value in steam-electric railway 
tracks. The plow can be swung to 
either side to take advantage of 
traffic or drift conditions. A center 
scraper is spring mounted so it can 
scrape right down to the road sur- 
face. 


Combination Guide Rail ‘ 
and Luggage Loft 


AGGAGE racks of an unusual 

type have been incorporated in a 
recent de luxe city type bus body 
built by the Baker-Raulang Com- 
pany, Cleveland, Ohio. A lined com- 
partment extends along each side of 
the bus. It provides sufficient capac- 
ity to care for the hand luggage of 
the passengers. At the edge is a 
guide rail finished in a natural wood, 
which serves to steady passengers in 
going to and from their seats and 


Improved Bus Construction Provides Folding Seats Across the Rear and a 
Combination Guide Rail and Luggage Loft 


for the support of standing pas- 
sengers. This type of construction 
lends a pleasing appearance to the 
“de luxe model bus, which has 
leather-covered seats. 

Another feature of the Baker- 
Raulang design is the use of five in- 
dividual folding seats across the rear 
of the bus. 


Two Heavy Capacity Cranes 


IMILAR in many respects to the 
5-ton size of crane but of a capac- 
ity of 6 and 73 tons respectively, two 
new units have just been brought 
out by the Universal Crane Company, 


gasoline-powered with a 


Cleveland, Ohio. The 6 and 734-ton 
units are rated at 12,000 and 15,000 
lb. respectively at 10 ft. radius. 
Their development is the outgrowth 
of a demand for the mobility, 
adaptability and all around speed of 
this type of unit. The appearance 
and size of the new units are the 
same as for the present 5-ton crane. 
They are full revolving with a swing 
speed of 6 r.p.m. The rope speed is 
140 ft. per minute. The units are 
44-hp. 
Waukesha motor and are one-man 
operated, only three levers and one 
pedal being used to control various 
swinging and bucket operations. 


For Placing Rails in Position After They are Unloaded at the Side of the Street the 
New Cranes Are Found of Particular Convenience 
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Accounting Machine Embodying the Flat Writing Principle 


Time Saved by Electric 
Accounting Machine 


ASE of operation features a new 

electric accounting machine just 
announced by the Elliott-Fisher 
Company, Harrisburg, Pa. This ma- 
chine relieves the operator of every 
effort except the manipulation of the 
keyboard: The flexibility of the ma- 
chine makes it readily applicable to 
existing systems and any type of ac- 
counting routine may be effectively 
placed under mechanical operation. 
With an accounts payable system 
with columnar distribution all 
amounts are added simultaneously, 
sums computed and proved. The 
electric motor handles all movements 
of the machine hitherto accomplished 
by manual effort. 


Braking Blocks for 
Automotive Equipment 


f Bike influences are at work to im- 
prove the braking methods used 
cn heavy motor vehicles. One is the 
growing size and weight of these 
vehicles. Operators are realizing 
that the methods suitable for lighter 
cars are not necessarily the best 


when the weights to be controlled 
reach 10,000 lb. or more. This is 
shown by the growing use of power 
brakes on heavy buses and trucks. 
The other influence tending toward 
more scientific braking is the entry 
into the automotive operating field 
of many steam and electric railroads 
which are accustomed to the use of 
standardized brake rigging on heavy 
high-speed cars and want the same 
definiteness and efficiency of brake 
equipment on the heavy auto vehicles 
they are placing in service. 

With these thoughts in mind the 
American Brake Shoe & Foundry 
Company has been at work for some 
time past on the development of 
brake materials and their method of 
application to auto buses and trucks 
and have placed on this problem the 
expert knowledge gained by the 
company in 25 years of experience in 
the stopping of railroad trains, both 
steam and electric. Accompanying 


this development has been a series of - 


extended tests, both on the brake 
materials testing machine of the 
company at Mahwah, N. J., and in 
actual practice on a 16,500-lb. truck. 
The development work is finished 
and the company is now putting on 
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the market, through a subsidiary, the 
American Brake Materials Corpora- 
tion, a form of brake block and 
method of its attachment for which 
notable advantages are claimed over 
the customary brake band or liner 
in which some kind of fabric is used 
as a basis. 

With this latter type of brake, the 
customary method of varying the 
brake effect has been to increase the 
area of the brake band or liner so 
that now on a drum surface of 57 in. 
in periphery (or 18 in, in diameter) 
a length of 36 in. for the brake lin- 
ing is not uncommon on heavy buses 
and trucks. With this size of brake 
liner the length of free radiating 
surface of the drum itself would be 
21 in. or the difference between the 
periphery of the drum, 57 in., and 
the length of the liner, or 36 in. 
With the new brake material of the 
American Brake Materials Corpora- 
tion two brake blocks, each of only 
6 in. length in braking surface, are 
used, giving 45 in. of drum surface 
during each revolution for the dissi- 
pation of heat. 

The brake blocks of the American 
Brake Materials Corporation are of 
a dense compressed material which 
has no metallic content and is un- 
affected by oil, grease or water. This 
brake material is compressed under 
very high pressure into a steel back 
or shell, which is attached to the 
brake arm by bolted keepers. These 
bolts are set radially to the drum, 
while the bevels on the sides of the 
keepers are parallel to each other. 
This prevents the block from becom- 
ing dislodged in the remote case that 
the lock nuts on the bolts should be- 
come loose and drop off. At the 
same time the method of mounting 
allows the blocks easily to be re- 
placed when they become worn. Dur- 
ing such replacement the supporting 
arm does not have to be removed. 

Great stress is laid by the manu- 
facturers on the simplicity of this 
method of attachment as compared 


At Left, Brake Block on Arm, 


In Center, Brake Block by Itself. At Right, Spider with Arms and Blocks in Place 
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with the rivets employed with the 
usual brake band or liner. They also 
emphasize the desirability of a 
brake material incompressible under 
the pressures used in service as com- 


‘pared with a fabric liner, which is 


not only compressible but whose 
braking effort varies with use. With 
a constant brake effort it is possible 
for automotive engineers to establish 
a suitable foundation for the brake 
rigging. 

The manufacturers have standard- 


__ ized the shape of the brake blocks 


described so far as it has been pos- 
sible to go at present, following in 
this matter their pioneer work in 
standardizing the shapes of brake 
shoes for electric railways. In other 
words, all blocks for trucks and 
buses weighing more than 10,000 
Ib. will have a definite length, width, 
thickness and back radius, as well as 
a standard keeper. The only dimen- 
sion which it has been impossible to 


At Left, Spider with Arms and Blocks Within Brake Drum, 


7. Absolutely unaffected by water, oil 
or grease. 

8. Cannot burn, 
Will not grab. 


As already explained, the brake 
blocks mentioned were thoroughly 
tested by the manufacturers before 
being placed on the market. The 


smoke or squeal. 


standardize is the radius of the testing machine at the Mahwah 


wearing surface of the block, which 
necessarily has to vary with the 
diameter of the drum. This modi- 
fication in the shape of the brake 
block is obtained during manufac- 
ture by changing the male die used 
to form the surface. 

Briefly the advantages claimed for 
the new brake block follow: 


1. Friction equal to any in fabric 
liners, and this friction remains con- 
stant throughout the entire life. 

2. Smaller contact area needed, leav- 
ing greater drum surface to dissipate 
heat. 

8. Durability so far in excess of 
fabric liners that brake wear becomes 
an unimportant factor. 

4. No metallic contact whatsoever. 
Drums will not be scored or cut. 

5. Can be attached or detached read- 
ily by unskilled labor, without remov- 
ing brake block from the brake arm. 

6. No riveting required—attached to 
the shoe with solid bolts. 


works of the American Brake Shoe 
& Foundry Company, on which one 
series of tests was conducted, is il- 
lustrated. It is the same machine 
used to test railway shoes and is 
capable of duplicating service condi- 
tions up to 80 m.p.h. and brake block 
pressures, of 20,000 lb. 

The other test, which extended 
over three months, was with a motor 
bus weighing 16,500 lb., which was 
run in neutral down a continuous 10 
per cent grade for 24 miles on Mount 
Tuscarora, near Chambersburg, Pa. 
On each run there was but one ap- 
plication of the brakes at not more 
than 12 lb., the pressure being by 
power and decreased only at times to 
allow the bus to maintain uniform 
speed. The run took about ten 
minutes. 

The bus was fitted with 32 thermo- 


At Right, Spider Alone 


couples read through potentiometers. 
These couples recorded the heat gen- 
erated by friction and were placed at 
all points where it was thought heat 
measurements of this kind were 
desirable. Readings were taken at 
the top and foot of the grade. 

The results are now being tabu- 
lated and will undoubtedly prove 
very instructive on the subject of the 
heat generated by brake friction of 
descending vehicles. They are to be 
made public by the manufacturers 
after being compiled. It is sufficient 
to say here that they indicated satis- 
factory results so far as the brake 
efficiency of the blocks was con- 
cerned, and that braking was ac- 
complished without undue heating, 
without the production of smoke, 
odor or squeal and without appreci- 
able deterioration of the brake 
material in the blocks, or excessive 
wear on the brake surface of the 
drum. 

For outside brakes, a similar ar- 
rangement of blocks, but concave, 
will be used. The brake block can 
be applied to any brake arrangement, 
hand, foot or power. 


At Left, Brake Shoe Testing Machine at Mahwah, N. J. 


In the right-hand view the two indicators at the extreme right 
The third gage at the right 
Time is also shown. 


show diaphragm pressure and travel. 
shows the reservoir pressure. 


At Right, Interior of Test Bus 


At the left, in the view of the interior of the test bus, is a 
record chart which shows time, revolutions of front wheel, distance 
run and brake application. 
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Bus Competition to Tramways 
in Great Britain 


Municipal Managers Greatly Exercised Over Inroads on Their Traffic 
by Independents Operating Unregulated Bus Lines 


OSS of traffic by established electric 
railway companies to independent, 
unregulated and almost tax-free bus 
lines prevails in England and Scot- 
land as it does in America. Indeed, 
comments on the situation contained 
in a number of papers by municipal 
tramway managers, presented at the 
annual meeting of the Municipal Tram- 
ways Association at Liverpool Sept. 
8-10, indicate the condition to be even 
more acute there than in this country, 
even though a very large number of 
the tramway systems in the large 
cities in Great Britain are municipally 
owned. Even in Glasgow, where in 
1924 the only buses were a very few 
which brought passengers into the city 
from places far beyond the tramway 
termini, the streets are now almost 
overrun with them, and they are 
seriously cutting into the traffic of the 
tramways. 

Bailie Robert Laing, convener of the 
Glasgow Tramways Committee, esti- 
mated the present number of inde- 
pendent buses in Glasgow at 600. Most 
of them, he said, are owned in districts 
outside the city and pay very little in 
the way of taxes for their use of city 
streets, adding: “They are wearing the 
surface of our roads and streets; they 
are causing congestion; they are tak- 
ing up a large part of the time and at- 
tention of the police force; they are 
maiming and killing our citizens, and, 
apparently, there is no redress.” All 
main roads leading to the city now 
have both tramway service (provided 
by the municipality) and motor bus 
service (provided by independents). 

Some of these motor -buses are 
legally known as “coaches,” which 
means they require no license, but can- 
not pick up and set down passengers 
within 5 miles of the general post 
office. Little attention is paid by them 
to the law on this subject, according to 
the speaker. Recently a number of 
the bus owners have been taking out 
licenses for “carriages,” which allows 
them to do a local business and gives 
them a “stand” within the city. To 
compete with this motor bus service 
the speaker believed the tramcars 
would have to increase their speed to 
20 m.p.h. or more and use more modern 
equipment, while the cities should try 
to secure more stringent requirements 
for motor bus operators. 

Other papers somewhat along the 
same lines were presented by the 
deputy chairman of the Salford City 
Tramways Committee and the general 
manager of Birmingham Corporation 


Tramways. The former strongly ad- 
vocated the establishment by Parlia- 
ment of transport -commissioners to 
correlate local transportation services, 
whether municipal or privately owned, 
together with local area transport 
boards, which would initiate or author- 
ize new lines and otherwise have some- 
what similar powers to public utility 
commissions in this country, except 
that they would have equal control 
over municipal and private undertak- 
ings. Appeals from their decisions 
could be taken to the national commis- 
sion. Such boards, said the speaker, 
would be a great help to many munici- 
pal tramway authorities who are 
intimidated by political influence from 
establishing an economic tramway 
fare. An interesting point brought 
out in this paper was that during the 
recent general strike in Great Britain, 
when no tramcars ran, the highway 
congestion was greater than ever and 
in some cases, in Manchester, the streets 
became well-nigh impassable. 

Besides the governing boards sug- 
gested, the speaker urged greater at- 


COMING MEETINGS 
OF ° 
Electric Railway and 
Allied Associations 


Oct. 4-8—American Electric Rail- 
way Association, annual convention 
Auditorium, 


and exhibits, Public 
Cleveland, Ohio. 


Oct. 10-15—Congress International 
Tramway, Local Railway and Mo- 
torbus Association, Barcelona, Spain. 


Oct. 11-13—American Management 
Association, annual convention, Hotel 
Statler, Cleveland, Ohio. 


Oct. 25-29—Annual Congress and 
Exhibit, National Safety Council, 
Book-Cadillac Hotel, Detroit, Mich. 


Nov. 5—American Electric Railway 
Association, Metropolitan Section, 
Engineering Societies Building, New 
York City, 8 p. m. 

Nov. 16-18—Society of Automo- 
tive Engineers, National Transporta- 
tion and Service Meeting, Boston, 
Mass. 

Nov. 16-19—American Welding 
Society, fall meeting and Interna- 
tional Welding and Cutting Exposi- 
tion, Buffalo, New York. 


tention to proper street car design, 
particularly in the way of the de- 
velopment of smaller modern light- 
weight cars and automatic equipment 


for speeding up the loading and 
unloading of passengers. 

The paper from Mr. Baker of Bir- 
mingham urged the same obligation on 
private bus operators with regard to 
fares, services and cheap fares for 
working classes that are imposed 
on municipal tramway undertakings. 
Birmingham has some municipal bus 
service, its latest orders being for a 
six-wheeled double-decker with cov- 
ered top, the seating capacity being 66. 


COUNCIL REPORT 


The report of the Council (executive 
committee of the association) referred 
to the effort of the association to have 
Parliament correct the condition by 
which those municipalities that wish to 
operate motor buses are subject to the 
maximum of cost and delay, while pri- 
vate interests can secure these rights 
at practically no cost. A bill to secure 
such a change was introduced in Par- 
liament, but was defeated by 133 to 
128 votes, largely on the ground that 
it was a direct attack on private enter- 
prise and an extension of municipal 
trading. The effort to secure a satis- 
factory change in the law will be 
renewed. : 

The general strike, which lasted 
from May 3 to May 12, affected every 
member of the association except Ayr. 
In many districts the harmony between 
employers and employed was quickly 
destroyed. On June 11 the Council 
decided that the national agreement 
was suspended, but recommended (1) 
that the provisions of the agreement 
should be followed and especially that 
no concessions should be granted be- 
yond those contained in it; (2) that 
the clauses in the agreement relating 
to the schedule of weekly duty being 
not less than 44 hours and the guar- 
anteed 48-hour week should be definitely 
suspended until the labor trouble had 
been cleared up and a further recom- 
mendation made, and (3) the break in 
service caused by the strike should not 
be considered as a break in service for 
the purpose of granting holidays. 

The tax authorities have agreed that 
the annual allowance of 20 per cent on 
the written-down value for wear and 
tear of motor buses may be continued 
for a further period of five years, end- 
ing with 1929-30, and that the annual 
rate of depreciation on trackless trol- 
leys may be taken as 15 per cent, with 
the statutory allowance for obsolescence 
of the unliquidated amount of capital 
expenditure (less scrap value) when 
the vehicle is disposed of. This pro- 
posal has been agreed to by the 
Council. 

An essay composition was _ insti- 
tuted in 1926 to cover the following 
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three subjects: (1) Finance, (2) traf- 
fic and (3) engineering. Forty-eight 
essays were submitted. 

' The Minister of Transport has 
issued an official notice that one-man 
' front entrance and exit cars will be 
distinguished by red lettering “Front 
_ Entrance Car” and warning drivers of 
_ other vehicles about passing between 
such a car and the curb while the cars 
_ are receiving and discharging passen- 
gers. An effort to penalize automobile 
_ drivers who attempt to do so was de- 
_feated in the House of Lords on 
| July 7, 1926. 


PRIVATE RAILWAYS ALSO SUFFER 


__ There are 242 tramway undertak- 
_ ings in Great Britain and of this num- 
_ ber 170, with 1,859 miles of route, are 
_ owned by municipalities, while 72, with 
_ 746 miles of route, are owned by com- 
panies. The latter have suffered about 
as much as the municipal lines from 

unregulated bus competition, according 
_ to a paper at the last meeting of the 

Tramways and Light Railways Associa- 
_ tion. One remedy suggested by the 
_ speaker there was to require the buses 
to charge a fare somewhat higher than 
_ that on the street cars where their 
Toutes were parallel. 


f 


| 
i 
| Colorado Association Discusses 
i Railway Problems 


ey no other industry has 
4 had to contend with so many 
_ ‘changes in recent years as has the elec- 
_ tric street railway, according to S. B. 
_ Trelan, vice-president and general man- 
sager of the St. Joseph Light, Heat & 
Power Company, St. Joseph, Mo. This 
statement is contained in an address 
von “Electric Street Railway Situation 
of To-Day,” delivered at a convention 
of the Colorado Public Service Associa- 
‘tion at Glenwood Springs on Sept. 15. 
‘The changes enumerated by Mr. Irelan 
included the following: Overcoming the 
increased cost of labor and materials 
used in railway operation, brought 
_ about during the war; changes in con- 
tractual relations as to its rates of 
fare, which in most instances have been 
made on the old basis of cost, and 
serious inroads on the volume of its 
business, due to the development of 
the automobile and competition of the 
privately owned car and motor bus. 
Nevertheless, according to Mr. Irelan, 
no American city of-any size up to date 
has been successful in substituting some 
other means of transportation. 

In the smaller cities the number of 
passengers carried has decreased in the 
five-year period from 20 per cent to as 

_ high, in some instances, as 50 per cent. 
_ The patrons today are the thrifty and 
_ the less well-to-do people of the com- 
munity, who either cannot afford their 
‘own private conveyances or see the 
_ fallacy in the economics of operating a 
private automobile for transportation, 
sas compared to street railway transpor- 
tation. Authorities should recognize the 
need of the service to these people and 
assent to higher fares where necessary, 
but particularly to the reduction or 

_ abolition of the unusual tax burdens 
and other assessments carried by the 
‘average street railway. These include 
Paving taxes, franchise taxes and cost 

_ of sprinkling streets, snow removal, 
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and construction and maintenance of 
bridges and viaducts. 

More than 10 per cent of the gross 
earnings of the average street railway, 
according to the speaker, is required to 
pay these taxes and special assess- 
ments. He also recommended laws to 
limit parking on congested streets. 

In conclusion, the speaker declared 
that the individual company is negligent 
which does not adopt economies in op- 
eration, improve its service and engage 
in a program to eliminate special as- 
sessments and unusual burdens. These 
results can best be secured, he said, by 
educating the public to recognize the 
fairness and justice of the railway 
demands. 


Railway Electrification at World 
Power Conference 


Rea electrification was a lead- 
ing subject discussed at the sec- 
tional meeting of the World Power 
Conference recently held at Basle, 
Switzerland, on which reports were 
presented from most European coun- 
tries, the United States and Japan. 
William S. Murray, consulting engi- 
neer of New York, who represented this 


“country, took a broad view of the situa- 


tion. His main contention was that the 
use of electrical enery for railway 
operation has fallen far behind the use 
made of it for other purposes. The 
revolution of the transportation system 
has not kept pace with industrial pro- 
duction. About 80 per cent of the elec- 
trical energy produced in America is 
absorbed by industry, the railway de- 
mand being exceedingly small in com- 
parison. 

The need of the times, Mr. Murray 
insisted, is the acceptance of a stand- 
ard type of power for railroads in 
place of the variety of systems now 
existing. What has been done hitherto 
is a mere experiment, as upon the elec- 
trified lines of the United States only 
5 per cent of the total traffic tonnage is 
carried. Two opinions expressed in the 
paper were that in future the standard 
system of railway operation should be 
high-voltage direct current and that the 
railroad companies should procure 
power from public sources. 

Colonel E. O’Brien, the reporter for 
Great Britain, dealt with the broad 
economic aspects of railway electrifica- 
tion. His report stated that even in 
countries where coal was cheap elec- 
trification could effect economies in cost 
of locomotive operation and mainte- 
nance of from 10 to 25 per cent and 
that a 50 per cent increase of speed 
could be effected without proportionate 
increase in cost. Other economic ad- 
vantages referred to were reduction in 
cost of track and depot maintenance, 
generally improved conditions of opera- 
tion and supplies of cheap energy for 
light and power. An important prob- 
lem which has not yet been solved in 
England, Colonel O’Brien said, is 
whether the electric locomotive requires 
one or two men to operate it, and he 
thought that if this question could be 
satisfactorily settled railway electrifica- 
tion would receive a great stimulus. 

Other reports described some exist- 
ing installations, including those on 
the French, Dutch, German, Swiss and 
Swedish railways. The report on the 
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electrification of the Stockholm-Gothen- 
burg section of the Swedish State Rail- 
ways was particularly interesting. 


American Management Associa- 
tion Annual Convention 
Oct. 11-13 


LEVELAND will not be through 

with conventions when the A.E.R.A. 
delegation leaves. The American Man- 
agement Association will hold its an- 
nual convention at the Hotel Statler on 
Oct. 11, 12 and 138. The sessions will 
be divided so as to include a compre- 
hensive program of the subjects under 
the following heads: Trends in methods 
of distribution, budgeting technique, 
management organization, personnel 
administration and office management. 

Particularly interesting to members 
of the association will be the discussion 
following the presentation of papers 
on a budget system—how to install and 
administer it—led by Prof. John Mac- 
Donald of New York University, who 
has made a very exhaustive research 
in this field. H. A. Fountain, treas- 
urer Ohio Public Service Company, has 
also been active on the committee pre- 
paring information on this subject. 
Management’s contribution to national 
welfare, another phase, will be pre- 
sented in “Pre-Retirement Disposition 
of Older Employees,” a contribution by 
Bennet F. Schauffler, employment man- 
ager Philadelphia Rapid Transit Com- 
pany. 

For further details and program, the 
secretary of the American Management 
Association may be addressed at 20 
Vesey Street, New York City. 


American Society of Civil 
Engineers Meets Oct. 4-9 


ECAUSE of the presence of repre- 
sentatives of many foreign countries 
the 56th annual convention of the 
American Society of Civil Engineers 
will have an international character. 
The meeting will be held at Philadel- 
phia during the Sesqui-Centennial Ex- 
position. The program will be one of 
the most unusual that has been pre- 
sented in the society’s 74 years of ex- 
istence. Philadelphia engineers who 
will be hosts of the occasion will help 
to make the entertainment of the visit- 
ors thoroughly enjoyable by visits to 
the many points of historical interest 
located in and around Philadelphia. 
Gifford Pinchot, Governor of Pennsy]l- 
vania, will deliver the opening address, 
to which a response will be made by Sir 
William Henry Ellis, president of the 
Institution of Civil Engineers, London, 
representing delegates of other nations. 
Discussion of transportation problems 
will have a place on the program. Of 
special interest to electric railway and 
bus men will be the following: Com- 
parative lectures on the “History of 
Development of Road Building” in 
France and the United States by 
Thomas H. MacDonald, Chief Bureau of 
Public Roads, U. S. Department of 
Agriculture, Washington, D. C., and 
M. P. Le Gavrian, chief engineer - of 
bridges and highways, Paris, France. 
Another phase of transportation, will 
be the paper “Fifty Years Progress in 
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Bridge Building with Special Reference 
to the Delaware River Bridge,” by 
Ralph Modjeski, chief engineer Dela- 
ware River Bridge Joint Commission 
and consulting engineer, New York. 

City planning will be discussed in 
prepared papers by Harold M. Lewis, 
executive engineer, Regional Plan of 
New York and Its Environs, and by 
John Ihlder, manager, civic develop- 
ment department, Chamber of Com- 
merce of the United States. Other 
well-known engineers will discuss this 
subject in five-minute talks. 

. All members of the society, especially 
student members, are urged to attend 
and participate in all the events of the 
convention. . 


Will Tell How the Bus Fares 
in Railway Company 


EMBERS of the American Elec- 

tric Railway Association have 
been specially invited to attend the 
Cleveland Section meeting and dinner 
of the Society of Automotive Engineers 
at the Hotel Cleveland, Monday, Oct. 
4. A dinner will be served at 6:30 p.m. 
The meeting proper begins at 8 p.m., 
at which C. M. Ballou, Street Railway 
Commissioner of Cleveland, will tell of 
the public reception of bus service in 
that city. Walter Jackson, consulting 
engineer, will address the meeting on 
the subject “How Fares the Bus in 
Electric Railway Company.” 


Ame 


Association News 


Ample Arrangements for 
Validating Tickets 


J. KENNEDY, manager of the 

Cleveland Chamber of Commerce 
has concluded arrangements with pas- 
senger departments of steam railroads 
entering Cleveland to maintain at Pub- 
lic Auditorium Oct. 5 to 8, inclusive, a 
railway information bureau at which 
delegates and visitors may have their 
railroad tickets validated for their re- 
turn journey. At this bureau two rail- 
way representatives will be in attend- 
ance continuously on Tuesday, Wednes- 
day, Thursday and Friday, 9 a.m. to 
5 p.m. In addition, these representa- 
tives will furnish information regard- 
ing train service out of Cleveland and, 
up to Friday noon, Oct. 8, will also ac- 
cept Pullman reservation orders. 

In accepting orders for Pullman 
space these representatives will use a 
special form which will pass from the 
railway bureau to the city offices of the 
several railroads, officials of which will 
indicate thereon the particular space 
assigned to the applicant. Then the 
forms will be dispatched by messenger 
and placed in the room box of the appli- 
cant at his hotel, except that any appli- 
cants who may be housed in hotels east 
of East Fourteenth Street will call at 
the railway validating office at the 
auditorium for their particular advice. 
The applicant will then call at the 
proper ticket office to purchase his 


Pullman ticket or advise the hotel 
porter to pick up the Pullman ticket. 

The convention board will supply the 
messengers to make this service effec- 
tive. There will be no charge to the 
visitor for the service rendered at the 
Public Auditorium. 


Monday Morning Session 
Advanced 


ITY MANAGER HOPKINS of 

Cleveland, Ohio, will open the 45th 
annual convention of the A.E.R.A. with 
an address of welcome. 

It has been decided to hold this meet- 
ing in the ballroom of the auditorium 
instead of the meeting room in the 
west wing. Also, the time of the meet- 
ing has been advanced from 9:45 a.m. 
to 9:30 a.m. : 

The Pittsburgh Railways’ band, con- 
sisting of 40 pieces, will furnish the 
music for this meeting and also for the 
public inspection of the convention ex- 
hibits on Wednesday evening. 


Tuesday Night Speaker 


ON. W. IRVING GLOVER, Second 
Assistant Postmaster-General, in 
charge of the air mail service, has been 
chosen as the principal speaker at the 
Tuesday night, Oct. 5, session of the 
American Electric Railway Association. 
Mr. Glover’s subject will be “Civiliza- 
tion’s Progress Parallels Transporta- 
tion Development.” 


Lord Ashfield Prepares Address 
for Convention 


ORD ASHFIELD, general manager 
of the London Underground group 

of rapid transit lines, tramways and 
motor bus services, has prepared an ad- 
dress which will be presented before 
the meeting of the American Associa- 
tion on Thursday morning, Oct. 7. His 
address is a very scholarly paper on the 


history, theory and principle of co-ordi- 
nation as distinguished from other eco- 
nomic practices. 


Open-Air Truck Exhibit Space 
Fills Long Needed Want 


EVER before has a convention of 

the American Electric Railway As- 
sociation had such an ideal layout for 
the display of electric cars as is pro- 
vided at Cleveland. A space between 
the Public Auditorium and Exhibition 
Hall which is in the newly constructed 
West Wing has been provided with 
tracks for the open air exhibits. Heavy 
equipment can be run in on its own 
wheels from a track connection made 
to the Cleveland Railway tracks. 

Electric railways and car builders 

have responded to the opportunity to 
display cars to an extent never realized 
before. Seven electric railways and 
eleven car builders will show the latest 
types of rolling stock developed. At 
this time, when such great stress is 
being placed on the need for modern- 
izing cars, these exhibits will provide 
an excellent opportunity to gain first 
hand information on the latest im-_ 
provements. The railways and car 
builders who have already taken open 
air space include: 


Electric Railways 


Beaver Valley Traction Company. 

SERCaEDs North Shore & Milwaukee Rail- 
road. 

Cleveland Railway. 

Northern Ohio Power & Light Company. 

Pittsburgh Railways. 

Tennessee Electric Power Company, 

United Railways & Electric Company of 
Baltimore. 


Car Builders 


American Car & Foundry Company. 

Atlas Car & Manufacturing Company. 

The J. G. Brill Company. 

Cincinnati Car Company, .- 

Cummings Car & Coach Company. 

Differential Steel Car Company. 

Light Weight Noiseless Electric Street 
Car Company. 

Phoenix Ice Machine Company. 

St. Louis Car Company. 

Perley A. Thomas Car Works. 

Universal Crane Company, 
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Minimum track space units— 
/0 lineal-ft. each. No space 
units will be divided. 


Seven Electric Railways and Eleven Car Builders Will Exhibit 
Rolling Stock on These Tracks 
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The News of the Industry 


Kansas City Franchise 
Extended 


Twelve Years Added to Present Grant 
There to Permit Successor Com- 
pany to Function 


An ordinance was passed by the City 
Council of Kansas City, Mo., on Monday 
night, Sept. 27, granting a twelve-year 
extension to the present franchise of 
the Kansas City Railways. The fran- 
chise now becomes a 30-year grant. The 
purpose of the extension was to enable 
the new owner, the Kansas City Public 
_ Service Company, to refinance the prop- 
erty and sell long-time instead of short- 
time bonds. William G. Woolfolk, presi- 
dent of the proposed successor company, 
had urged an extension of the franchise 
as a necessary basis to insure sound 
initial financing. 

In return for the extension of the 
grant the company has agreed to make 
a slight reduction in fares fixed in the 
measure at fifteen tickets for $1, mak- 
ing a fare of 6% cents. This is a saving 
of 4% of a cent on each fare, or about 
5 per cent of the 7-cent fares. About 
12% per cent of the revenue passengers 
ride on the 7-cent fare. This means a 
saving of about $48,000 annually to 
them alone. The extension ordinance 
also provides that the city may require 
the tickets for the reduced fares to be 
put on sale at such places and in such 
manner as future ordinances may desig- 
nate. 


ADDITIONAL SECURITIES Must Br Soup 


In a recent letter to the Mayor, city 
manager and members of the Council 
Mr. Woolfolk outlined a program of 
service betterment to be started as soon 
as the new company obtains actual con- 
trol of the property, probably some time 
in October. On the improvement pro- 
gram outlines, Mr. Woolfolk committed 
his associates “without reservation.” 
The program includes the following: 

To rebuild the Mill Creek trestle, which 
crosses Mill Creek Boulevard and is used 
by the company to provide freight service 
for the Westport district of Kansas City, 
Mo. The present trestle is of wood and 
provides only a narrow passage for auto- 
mobile traffic. f > 

To restore street cars to Argentine via 
the Twelfth Street bridge. 

To restore street car service to the cen- 
tral industrial district. 

To put all street paving between the car 
tracks in first-class condition. 

To rebuild all defective and worn out 
tracks with modern construction. 

To improve and expand bus service. 

To start bus service between Kansas 
City, Mo., and Kansas City, Kan., across the 
intercity viaduct. 

'To modernize all rolling stock. 


The cost of this work is estimated at 
$6,600,000. 

Although the new company will have 
at its command all the money turned 
over to it by the receivers, after all 
debts are paid, nevertheless this sum 
will be entirely inadequate for the ex- 
tensive reconstruction program now 
outlined. 


The vote in the Council on Sept. 27 
was five to three, one Councilman being 
absent. 

Francis M. Wilson, one of the re- 
ceivers for the Kansas City Railways, 
Kansas City, Mo., on Sept. 22 declined 
with thanks the post offered him as 
vice-president in charge of public rela- 
tions of the Kansas City Public Service 
Company, the proposed successor to 
the Kansas City Railways. The post, 
together with a voting trusteeship in 
the company, was offered Senator Wil- 
son by William G. Woolfolk, president 
of the new company, who expressed 
deep regret at the Senator’s unwilling- 
ness to accept the public relations post. 
No plans have been made for the selec- 
tion of another man. 

In his letter declining the offer, Sen- 


ator Wilson gave expression to his de- 
sire to retire permanently from his 
connection with the local railways, with 
which he had served admirably as a 
receiver for more than six years. It is 
reported that he will resume his law 
practice, and rumor has it that he will 
again place his hat in the political ring, 
this time as a candidate for the Demo- 
cratic nomination for Governor of Mis- 
souri in 1928. 

There are to be five of the voting 
trustees, who will direct the operation 
of the new company for the stock- 
holders during the readjustment period 
following the close of the present re- 
ceivership. The four so far named are 
Melvin A. Traylor, J. K. Newman, 
George W. Davison and Powell C. 
Groner. 


Wage Increase on Eastern Massachusetts 


Arbitration Board Rejects Men’s Plea for 1214 per Cent Increase, 
but Saddles Company with $200,000 Additional 
Wage Expense Each Year 


Y A MAJORITY report the special 
board of arbitration has increased 
the basic wage on the Eastern Massa- 
chusetts Street Railway system 13 cents 
an hour and has reduced the working 
day to eight hours. The men’s request 
for a 12% per cent increase in wages 
was rejected on the ground that the 
board did not deem it warranted by the 
evidence introduced. What the board 
gave the men amounts to 67% cents an 
hour for operators of one-man cars, 
who constitute more than 90 per cent 
of the employees, and 61% cents an 
hour for the men on the two-man cars. 
The extra cost of the award is esti- 
mated at $200,000 a year, with $50,000 
back pay. To meet this the company 
has decided to increase its ticket fares, 
beginning Oct. 1. Cash fares will re- 
main at 10 cents, but one coupon will 
be cut from each strip ticket. The com- 
pany has fifteen operating districts and 
is selling strip tickets at different rates, 
according to the density of traffic, the 
range being from twelve tickets for $1 
to nineteen tickets for $1. The twelve- 
ride ticket will be reduced to eleven 
for $1, and the nineteen-ride ticket will 
be reduced to eighteen rides. 

The award is made retroactive to 
May 1. It will run only until May 1, 
1927. The eight-hour day also is made 
retroactive, so that the men will be paid 
extra for time worked in excess of 
eight hours since last May. 

The finding is signed by Judge John 
C. Leggat, chairman, and by James H. 
Vahey, who represented the men. 
Fred A. Cummings, who was the ar- 
bitrator for the company, dissents from 
the report. 

Fred A. Cummings, who dissents in 
behalf of the company, makes the fol- 
lowing analysis of the results: 


The basic rate of wages on this road 
for blue uniform men is 61 cents an hour. 
The differential for one-man operation is 
5 cents and the basic rate is increased 
1% cents an hour. The 5-cent differential 
remains unchanged. The snowplow differ- 
ential of 12 cents on top of the one-man 
car rate remains unchanged. 

This award provides for time and one- 
half for all work performed over eight 
hours. It not only provides for time and 
one-half for all work over eight hours in 
the future but also time and one-half for 
all work over eight hours back to May 2, 
although the company was in no position 
to work the men on an eight-hour basis 
since that date, being bound by an agree- 
ment to work employees nine hours. 

The. award further provides that all 
schedule runs shall be no less than eight 
hours, which means that a number of blue 
uniform men must be paid eight hours for 
actual work performed between seven hours 
and seven hours and 59 minutes. In other 
words, the situation is that if the com- 
pany wants the men on schedule runs less 
than eight hours it must pay eight hours, 
and if it does work the men eight hours it 
must pay 84 hours, this latter penalty hav- 
ing been in existence prior to this award. 

In snowplow work no overtime rate was 
paid on top of the one-man car differential 
of 5 cents plus snow rate differential 
of 12 cents until in the twelfth hour of a 
spread (by which is meant the span of 
time in which men might work), when an 
excess of 20 per cent was added, and in 
the thirteenth hour of the spread, when a 
35 per cent excess was added. These excess 
rates still continue, but in addition to this, 
under the new award, after the eighth 
hour of work a snowplow worker receives 
the basic rate, plus the one-man car rate, 
plus the snow differential and one-half 
again the aggregate of the basic rate plus 
the one-man car rate plus the snow dif- 
ferential, which amounts to $1.19 an hour. 

New time tables on the eight-hour basis 
are being prepared and will be put into 
effect within a few days. Employees in 
repair shops in Brockton and Chelsea and 
miscellaneous carhouse employees and 
trackmen throughout the system will go 
on an eight-hour basis possibly within 48 
hours. 

The new agreement expires May 1, 1927, 
and in readjusting fares the company must 
obtain not only sufficient money to pay 
current expenses at the new basic rate of 
wages and time and one-half penalty, but 
also must meet the additional burdens im- 
posed by the award for the last five months. 

To attempt to cover the cost of this 
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award it will be necessary to increase fares 
in every operating district. These new 
rates will go into effect on or about Oct. 1, 
1926. 
The wage rates for trainmen are as 
follows: 
New Rates* Old Rates* 
Effective Effective 
5/1/26-5/1/27, 5/1/25-4/30/26, 
Cents per Hour Cents per Hour 
First three months... . 57 
Next nine months...... 60 
Shexveatter.....-~<.\-'s 
* One-man car operators, 5 cents per hour extra. 


The wage rates for bus men are as 


follows: 
New Rates Old Rates 
Effective Effective 
5/1/26-5/1/27, 5/1/25-4/30/26, 
Cents per Hour Cents per Hour 


First three months... - . 62 603 
Next nine months...... 65 633 
Thereafter... 25.. .05. 2 673 66 


Miles of bus route: 134.58. 


New Yorkers Seek Information 
on Subway Policy 


A constructive and significant step 
was taken on Sept. 29 when the Citi- 
zens’ Union of New York City, N. Y., 
sent a letter to Mayor Walker seeking 
advice on the policy for building and 
operating new subways. Up to date no 
definite policy for the transportation 
problem has been announced by the 
Mayor, although he has indicated from 
time to time that a solution was in the 
making and would be announced just 
as soon as he was certain it was prac- 
ticable. William J. Schieffelin, presi- 
dent of the Citizens’ Union, who wrote 
the letter to the city’s chief official, sug- 
gested four things as follows: 

A single system, rather than a 
separate city-owned system which would 
be a competitor against the city’s pres- 
ent interest in the old subways. 

Radical revision of the dual subway 
contracts in favor of the city. 

Reorganization of existing transit 
companies under one head as proposed 
by the old Transit Commission five 
years ago. 

Higher fares on express routes only 
if, after these steps have been taken, 
a 5-cent fare still is inadequate. 

In his letter Mr. Schieffelin reviewed 
the financial aspects of the matter. It 
was his conclusion that until the sub- 
way policy had been determined the 
solution of other city problems would 
naturally be impeded. 


Revival Work Continues in Miami 


Everybody in the organization of the 
Miami Beach Railway, Miami Beach, 
Fla., came through the recent disaster 
safely, but the property and equipment 
were damaged. Most of the cars were 
3 ft. under salt water for six hours. 
This meant complete baking of all elec- 
trical equipment. Many wires were 
down, but service in the city was re- 
stored on Sunday, Sept. 26. The line 
to Miami Beach was washed away 
and many of the rails and ties had to be 
fished out of Biscayne Bay. On Sept. 
24 it appeared unlikely that service to 
the beach would be restored for another 
ten days. 

Of course other conditions were bad. 
There was no water for two days, but 
the Florida Power & Light Company 
did excellent work in connecting up 
hospitals and hotels for first aid pur- 
poses. 
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Lisman Plan Dismissed 


Chicago Traction Settlement Proposals 
Attacked—Another Plan 
Is Offered 


Awaiting presentation to the Chi- 
cago City Council of the details of the 
plans of New York bankers, represented 
by John M. Harlan and Frederick Lis- 
man, for the solution of Chicago’s 
transportation problems, Aldermen and 
local traction representatives continue 
to shoot holes in the proposal, while 
Judge Harlan and Mr. Lisman are kept 
busy defending their scheme. 

Alderman Arthur Albert, one of the 
most violent opponents of the plan, 
made the Easterners’ offer of $50,000,- 
000 for added transit facilities appear 
so unfavorable that the petitioners have 
virtually agreed to amend their pro- 
posal in this respect. Mr. Albert’s per- 
sistent queries revealed that after the 
$50,000,000 securities had been sold at 
85 cents on the dollar,-a 10 per cent 
construction profit and a $5,000,000 
stabilization fund had been deducted 
from the original amount only $33,250,- 
000 would actually be available for 
extensions and new equipment. 

Although he agreed that the 10 per 
cent construction profit would probably 
be considered a legal charge, Corpora- 
tion Counsel Busch said that the most 
severely criticised feature of the 1907 
ordinance was a provision which allows 
10 per cent construction profit and 5 
per cent as the cost of money. “It is 
illogical to pay 10 per cent construction 
profit when the company does the work 
itself,” he added. 

Intimating that the present bond- 
holders of the Chicago Surface Lines 
would pocket an estimated $13,900,000 
annually after the ordinance expires 
next February, Judge Harlan proceeded 
to quiz Leonard A. Busby, president 
of the Chicago City Railway, about the 
plans of his company in event of re- 
ceivership next February. He wanted 
to know if the Chicago Surface Lines 
would continue to pay 55 per cent of 
its net earnings, or $2,100,000 annually 
to the city, if it would spend $7,000,000 
for repairs and maintenance and if it 
would put $4,800,000 into the renewal 
and depreciation fund. 

Mr. Busby was emphatic in his 
answer that “the greatest asset of the 
company is good will.” “Why should 
we destroy it by refusing to make 
that payment?” he asked. “I shall 
certainly recommend to my directorate 
that these payments be continued.” 

One of the main features of the New 
York bankers’ plan is that it seeks only 
a twenty-year franchise and requires 
no special legislation. Mr. Harlan be- 
lieves that a complete, permanent and 
progressive settlement of the surface 
transportation problem can be made 
under existing law, and that his plan 
means speed and progress, while wait- 
ing for legislation means delay. Local 
bankers and traction representatives, 
on the other hand, are unalterably 
opposed to an ordinance which becomes 
ineffective, as does the Harlan pro- 
posal, unless a city commission is 
created. 

Still another plan to solve the city of 
Chicago’s transportation problem was 
reported on Sept. 30. The plan was 
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presented to Alderman McDonnough, 
chairman of the City Council committee 
on local transportation, by Harry R. 
Miller and Nicholas J. Shorn of Detroit. 
They revealed as their financial sponsor 
William L. Davis & Company, Detroit 
banking firm. The plan calls for co- 
ordination between buses and surface 
cars and the building of a downtown 
subway. 


Subways Needed for St. Louis 


A special committee of the St. Louis 
Board-of Aldermen appointed to study 
the aity’s rapid transit needs has made 
public the first part of its report. It 
deals with findings indicating the need 
for subways to speed up the city’s 
transportation. The committee does not 
make any final recommendations about 
subways, but merely confines itself to 
the need and feasibility of subways. 

The committee has also released the 
second section of its report. The final 
sections to be released will contain 
specific recommendations regarding 
rapid transit. It is known, however, 
the committee favors an underground 
system at once for downtown St. Louis 
and an extension later into the out- 
lying sections. The committee has 
found that St. Louis can afford to and 
should build subways. It estimates 
that subways can be provided at a cost 
of not to exceed 2 cents per capita 
a day. 

The first section of its report also 
predicts that in 1950 the city will have 
a population of 1,505,800 persons in its 
metropolitan district on both sides of 
the Mississippi River at St. Louis. 

It further declares that a subway is 
needed if downtown property values are 
to be maintained. These now represent 
22 per cent of the city’s assessed valu- 
ation. Li 

It is clear, the report asserts, that 
street cars must be taken from the sur- 
face of business streets downtown and 
in this connection there is mention of 
underground sidewalks paralleling the 
subways to provide for crowds. 


Order Restored in Baltimore 


After several days, during which 
most of the traffic regulations in Bal- 
timore were ineffective, the Baltimore 
City Council has passed an ordinance 
which restores all the rules which had 
been in effect. The action of the Coun- 
cil followed an opinion handed down 
by Judge Eugene O’Dunne, in the 
Criminal Court, holding that power 
given the Police Commissioner to pro- 
mulgate rules and regulations was 
unconstitutional. This power had been 
granted by the Maryland General As- 
sembly in 1924 and Judge O’Dunne 
held that it violated the state home 
rule amendment. As soon as the 
opinion was given conditions became 
chaotic, as only a few laws were left 
in effect, these being measures that 
had been passed by the City Council 
before 1924. Since that date all the 
rules have been made by the Police 
Commissioner. In order to clear the 
situation the City Council passed an 
ordinance which embodied all the rules 
made by the Police Commissioner. Offi- 
cials, however, intend to carry the case 
ruled upon by Judge O’Dunne to the 
State Court of Appeals. 


_ yrailway’s financial burdens. 
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Jamestown Fare Rejected 


The Public Service Commission has 
rejected the schedule of fares proposed 
by the Jamestown Street Railway and 
the Jamestown Motor Bus Transporta- 
tion Company, Jamestown, N. Y., which 
provides for an increase effective Oct. 1. 

The companieseproposed to increase 
one-way fares between points in the 
city of Jamestown from 8 to 10 cents 
and to increase ticket fares from five 
tickets for 35 cents to three tickets for 
25 cents. It was also proposed to sell 
ten tickets for 75 cents and to sell 
weekly card passes at the rate of $1 
each to be good by the holder on either 
line. The railway lines connect the 
_ villages of Celeron, Falconer and Lake- 
' wood and the town of Ellicott and the 
hamlet of Ashville. The company also 
_ proposed to increase fares between 
_ Jamestown and these villages from 8 to 
- 10 cents, and from 16 to 20 cents be- 
_ tween Jamestown and Ashville. 

The commission granted an 8-cent 
fare on June 22, 1920, and provided for 
the sale of tickets at reduced rates. It 
ruled that until it was shown that the 
present rate was not adequate this order 
must remain in effect. 
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South Shore Freight Trains 
Make Record 


Freight service on the Chicago, South 
Shore & South Bend Railroad has shown 
a remarkable improvement since the 
‘company’s re-electrification and track 
reconstruction program was completed 

_ during the past summer. A check on 
the arriving time of the morning freight 
train at South Bend from Chicago 
throughout the month of August re- 
veals that in every instance except 
three, or approximately 97 per cent of 
the time, the train arrived before 6 a.m. 
On two of these occasions the train was 
less than 30 minutes late. Two months 
ago more than 68 per cent of the trains 
arrived later than 6 o’clock. Fast over- 
night service, punctual delivery and 

_ conveniently located receiving stations 
in Chicago are the main features upon 
which the new and improved freight 
service is being built. The line has 
already shown a considerable gain in 
traffic. 


Seattle Council Favors Commis- 
sion’s Transit Plan 


In a round-table discussion with Wil- 
liam Pitt Trimble, head of the City 
Planning Commission, which has spent 
a year in investigating transit problems 
in Seattle, Wash., the City Council ex- 
pressed itself in favor of the proposed 
rapid transit system recommended by 
the commission, provided it could be 
shown that it would be a good invest- 
ment and not add too much to the 
The com- 
mission has outlined a combination 
system of surface lines, subway and 
elevated lines, estimated to cost $4,000,- 


000, and providing a rapid transit line 


, 


connecting the region north of the Lake 
Washington canal with the down-town 
section of the city and south and west 
Seattle. 

The Council expressed more interest 
in ways and means of financing a rapid 
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transit system than in the physical 
aspects of the case. 

According to figures of Mr. Trimble, 
the average daily loss of passengers in 
1925, compared with 1924, was more 
than 5,000, while so far this year the 
loss, compared with 1925, has been 7,675 
a day. 


Beaver County Sends Car and 
Girls to Cleveland 


At the invitation of the exhibit com- 
mittee, the Beaver Valley Traction 
Company, New Brighton, Pa., is send- 
ing its industrial art advertising car to 
the Cleveland convention next week. 
Or, rather, the Beaver Valley manufac- 
turers and citizens are sending the car, 
for the entire expense is being borne 
by the various communities in the val- 
ley. This was brought about through 
the medium of a beauty contest, spon- 
sored by the railway and the Beaver 
Falls Chamber of Commerce, to choose 
the four young ladies in the valley 
possessing the greatest intelligence, 
personality and beauty. To nominate 
and vote for the contestants in this race 
it was necessary to contribute hard 
coin of the realm and a very imposing 
fund soon came:into existence. 
~~ Not only will the industrial art car 
be on hand to illustrate the progressive- 
ness of the Beaver Valley but the four 
contest winners, who were selected 
from a field of nearly 200 entrants and 
a narrowed group of 26, chosen by 
popular vote, will also be present at the 
convention to welcome all who visit the 
car and to distribute booklets which 
will give complete information on the 
advantages of Beaver County. These 
young ladies were jointly awarded the 
title “Miss Beaver Valley” by the 
judges of the contest. They are the 
Misses Betty Thomas of Monaca, Mary 
L. Guy of New Brighton, Eleanor 
Murphy of Beaver Falls and Mrs. 
George Weinman of Beaver Falls. Ac- 
companying them will be Mrs. Loretta 
Werner, who will act as chaperon. 

A complete description of the indus- 
trial art trolley car was published in 
the issue of ELECTRIC RAILWAY JOURNAL 
for June 12, 1926, under the title 
“Beaver Valley Enters the World of 
Art.” It was the fact that so many of 
the industries of the valley were repre- 
sented among the paintings on the sides 
of the car that suggested to Clinton D. 
Smith, general manager of the Beaver 
Valley Traction Company, the advisa- 
bility of sending the car to the conven- 
tion as a graphic illustration of Beaver 
County’s desirability as a, location for 
industrial activity. 

On its way to Cleveland the car will 
pass over five different electric railway 
lines and, in addition, will be operated 
over many of the lines in Cleveland, n 
order that the widest publicity may be 
given to this traveling exhibit. It is 
planned to introduce the “Misses Beaver 
Valley” to the entire convention during 
one of the American Association ses- 
sions and they will also be on hand for 
all of the social and entertainment fea- 
tures of the convention. In addition to 
their expenses, the young ladies will 
receive a generous daily emolument and 
are already being made the recipients 
of many gifts and prizes from local 
stores and firms in the Beaver Valley. 
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New Fares at Buffalo Denied 


The New York State Public Service 
Commission has rejected the new tariff 
filed by the International Railway, Buf- 
falo, for a 10-cent fare in Buffalo and 
proportionate increases in Niagara 
Falls, Lockport and on its interurban 
lines in western New York. Instead of 
filing an application for permission to 
increase its fares, which is the usual 
practice within the state, the company 
merely filed a new tariff schedule say- 
ing it would become effective Oct. 16. 
Counsel for the International: Railway 
indicated that he was paving the way 
for an appeal to the United States Dis- 
trict Court for the western district of 
New York at Buffalo from the decision 
of the state utilities board. The com- 
pany will contend that the present rate 
of fare is insufficient to meet expenses 
and is confiscatory. 

The lines of the International Rail- 
way reach across the border into the 
Dominion of Canada, and the company 
will contend that the commission lacks 
authority to fix fares. 


Extension of One-Man Service 
Authorized in Milwaukee 


Formal order has been issued by the 
Wisconsin Railroad Commission au- 
thorizing the Milwaukee Electric Rail- 
way & Light Company to operate one- 
man cars on its Oakland-Delaware line. 
The one-man cars to be installed are 
similar to those now operating on the 
Walnut and 35th Street lines. 

In its order the commission declared 
that permission for the one-man cars 
was granted on the basis of the com- 
pany’s promise to increase the service 
20 per cent, together with the fact that 
previous developments had shown that 
one-man cars would result in improved 
service for this line. In his arguments 
before commission, city and civic offi- 
cials, R. H. Pinkley, assistant general 
manager, declared that this line was 
one of the lightest traveled in the city. 


More Passengers in Missouri 


An increase of 25,000,000 passengers 
for the first six months of this year 
over the similar period last year is 
reported by the sixteen electric railways 
affiliated with the Missouri Committee 
on Publie Utility Information. 

In commenting on this trend in traffic 
a report by the Missouri Committee on 
Public Utility Information states: 

Despite the fact that the street railways 
in Missouri carried 50,000,000 fewer pas- 
sengers in 1925 than in 1921, the increase 
for the six months ended June 30, this 
year, indicates that automobile congestion 
in the downtown districts, expense of oper- 


ation and the increased difficulty in locat- 
ing parking space in the downtown sections 


-are resulting in the increased number of 


street car riders. 


Fare Advance in Portsmouth 


The Virginia State Corporation Com- 
mission has granted the Virginia Elec- 
tric & Power Company’s petition to 
put into effect a 7-cent cash fare, with 
tokens at four for 25 cents and school 
tickets at half cash fare, on its Ports- 
mouth division. There was no opposi- 
tion to the petition. The straight fare 
was 6 cents. 
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News Notes 


— 


P.R.T. Men Give $20,000 to Florida. 
—The Co-operative Council of the 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., recently approved 
payment to the Citizens’ Emergency 
Relief Committee of a sum equal to $1 
for every employee and an equal 
amount to be paid by the management 
to the Florida relief fund. The resolu- 
tion, which increased the Florida fund 
by $20,000, was forwarded to J. Frank- 
lin McFadden, chairman of the Citi- 
zens’ Emergency Relief Committee, 
Southeastern Chapter, American Red 
Cross. 

Trial Period of Five-Cent Fare Ex- 
tended. — The Pittsburgh Railways, 
Pittsburgh, Pa., has extended the time 
limit of the 5-cent fare on its line be- 
tween 62d Street and Butler Street and 
Sharpsburg and Aspinwall for another 
60 days or possibly longer. In announc- 
ing this step the company said that in 
view of the fact that no definite ap- 
praisal of the effectiveness of the 5-cent 
car fare had been made possible during 
the 60 days it has been in effect, a 
longer period of time would be taken 
to make a fair test. 


Employees Compromise. — Trainmen 
of the Illinois Power & Light Corpora- 
tion, Bloomington, IIl., voted on Sept. 16 
to accept an increase of 24 cents an 
hour in their wages. They had de- 
manded 5 cents. The new scale is 
retroactive to July 2 and will be effec- 
tive for two years. 


Proposes Rapid Transit Over Steam 
Line in Chicago.—Rapid transit service 
for areas in Chicago, IIL, not now 
served would be provided under a plan 
which the City Council ordered under 
investigation on Sept. 17. Alderman 
John Toman, author of the proposal, 
suggested that electrically driven cars 
be operated over steam railway lines 
radiating from the Loop district. He 
said that only a small expense would 
be involved in providing for the sup- 
plementary service. 


Reduced Tickets for School Children. 
—R. Bly Wagner, manager of the Pine 
Bluff Company, Pine Bluff, Ark., an- 
nounced recently that street car tickets 
in books of 20 for 50 cents per book, 
or at the rate of 2% cents per trip, are 
being issued for the use of the school 
children. On account of the low fare 
rate, use of these tickets is restricted 
to children attending public and private 
grammar and high schools, and are 
good any time between the hours of 
7 a.m. and 6 p.m. 


Fares Increased in Johnson City.— 
Increase of 2 cents in fare by the John- 
son City Traction Corporation, Johnson 
City, Tenn., will be allowed by the 
State Public Utilities Commission as 
soon as the company puts into service 


four new one-man-operated cars. The 
new fare will be 7 cents. The com- 
pany asked to be allowed 8 cents. De- 


spite an inquiry by the commission as 
to overhead expenses, W. H. Baldwin, 
vice-president of the Tennessee Eastern 


Electrie Company, which owns the 
traction company, and other officials 
convinced the commission that even 
elimination of the objectionable items 
would not enable the company to make 
a profit. 

Seeks to Operate One-Man Cars.— 
The Eastern New York Utilities Cor- 
poration, formerly known as the Albany 
Southern Railroad, and operating an 
electric railway between Albany and 
Hudson, N. Y., has filed with the Public 
Service Commission a petition to oper- 
ate its lines with one-man trolley cars, 
changing the present type of car for 
this purpose. A public hearing will be 
held on this application later. 

Men Restrained from Joining Union. 
—Employees of the Interborough Rapid 
Transit Company, New York, N. Y., 
who join the Amalgamated Association, 
which is affiliated with the American 
Federation of Labor, will be subject to 
prompt dismissal. Frank A. Hedley, 
president and general manager of the 
company, says that membership in the 
Interborough Brotherhood carries with 
it a pledge not to join any other union 
and that this pledge is part of the con- 
tract of employment. His statement to 
the men was called forth by the effort 
of organizers of the Amalgamated to 
obtain recruits from the Interborough 
union, particularly from former mem- 
bers of the Consolidated Railroad 
Workers of Greater New York. 


Safety Work Bonus to Memphis Men. 
—Extra pay amounting to $6,387 is to be 
distributed shortly to motormen and con- 
ductors of the Memphis Street Railway, 
Memphis, Tenn., this amount represent- 
ing savings effected by reducing acci- 
dent costs during June, July and 
August. Under the plan the company 
divides with the men the amount saved 
each month, but distributes the awards 
at the end of each quarter. Records of 
the company over a period of years 
showed that 4.25 per cent of the gross 
receipts had been required for accident 
costs. 

Parking Prohibited. — Intercity bus 
lines operated into Madison, Wis., by 
electric railways and _ independent 
owners are prohibited, under an ordi- 
nance just enacted by the Common 
Council, from parking on any street on 
the Capitol Square for a period longer 
than it actually requires to load and 
unload passengers. The same ordinance 
provides that after Jan. 1, 1928, no bus 
station will be allowed within two blocks 
of the Capitol Square where it is nec- 
essary to take on and discharge pas- 
sengers in the street. 


Courses for P.R.T. Men.—The Phila- 
delphia Rapid Transit Company, Phila- 
delphia, Pa., announced recently that 
it would provide educational courses 
during the fall and winter to give em- 
ployees an opportunity for a “broader 
understanding of the principles under- 
lying the company’s co-ordinated sys- 
tem and its varied activities.’ The 
courses will be under the direction of 
officials of Mitten Management, Inc., 
and will include a wide variety of sub- 
jects under the general headings as 
follows: “Public Relations with a 
Background of Transportation and 
Public Utility Economics,” and “Han- 
dling Men.” 


Subway for. Japan 


Tokyo will be the first city of the 
Far East to have a subway. This new 
underground road will be constructed in 
a manner similar to the plan used in 
New York City in that it is open cut 
and roofed over with steel, the tube 
being square and located a compara- 
tively short distance below the surface 
of the street. The civil engineering 
work of this link, which will connect 
two very densely populated sections of 
Tokyo, has been about 50 per cent com- 
pleted. The first rolling stock will in- 
clude ten steel cars, each of which at 
first will be provided with two motors 
of 120-hp. rating. The motors are be- 
ing furnished by the International Gen- 
eral Electric Company, through Mitsui 
Bussan Kaisha. It is one of ten sec- 
tions projected for Tokyo, this section 
being constructed by the privately 
owned Tokyo Underground Railway. 
The nine other sections may be con- 
structed by the Tokyo municipality in 
the future. 


Number of London Buses Reduced.— 
In a statement issued at the House of 
Commons recently the number of 
licensed omnibuses in the Metropolitan 
area is shown for Jan. 31 and June 30 
of the present year. The figures are: 

London General Inde- 


Omnibus Co.and pendent 
Associated Propri- 


Companies etors Total 
Jan. 31,1926 4,718 611 5,329 
June 30,1926 4,571* 474 5,045 


*Including 99 omnibuses now, controlled 
by_the L, G. O. Co. which on Jan. 31 were 
independent. 

Tram Cars May Replace Gondolas— 
If proposed plans are approved by the 
city officials of Venice, to unite five 
other communes with the city by 
bridges, over which electric cars will be 
operated, it will mean that the tramcar 
will practically replace the gondola. 
This method of transportation is now 
being advocated by the Cabinet. The 
arrangement proposes to connect 
Venice and the communes of Mestre, 
Tavaro, Chirignago, Zellarino and 
Fusino. 


London Underground Has Longest 
Subway—Free passage was given to 
3,000 people on the opening day of the 
Morden extension of the City & South 
London Railway, Sept. 138. This exten- 
sion of 53 miles gives to this property 
first claim to the longest underground 
railway in the world. It is 16% miles 
long, connecting North and South 
London from Golders Green to Morden, 
and takes 53 minutes running time. 
The other route of the tunnel is by way 
of Charing Cross, which is 15 miles 
long and takes 49 minutes. The area 
covered will serve 2,500,000 people. If 
the line is to pay, however, at least 
12,000,000 passengers must use it 
yearly. At the southern terminus there 
has been erected a large garage by the 
company for the accommodation of auto- 
mobile owners who wish to leave their 
cars and continue the journey by tube.- 
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Recent Bus 


Developments 


Jitney Proposal Defeated 
in Detroit 


Electors Support Contention of City 
Officials that Municipal Railway 
Should Have Monopoly 


Another blow was dealt the jitney 
operators in Detroit, Mich., at the elec- 


tion on Sept. 14 when the people de- 


feated the initiatory ordinance proposed 
by the jitney organizations for regulat- 
_ing the operation of jitneys on Detroit 
streets. The amendment which was de- 
feated would have allowed 500 jitneys 
to operate under city license on Wood- 
ward, Jefferson and Grand River Ave- 
nues and Fort Street. 

An active campaign to defeat the 
amendment at the polls was waged by 


Mayor Smith and other administration 


officials, but the defeat of the proposed 
amendment is not considered as the 
final action by the jitney drivers. In 


the jitneys are operating as usual. Be- 


__ fore the ballot, the Corporation Counsel 


proposed that a stipulation be signed to 
the effect that both the jitney organ- 
izations and the city officials would 
abide by the decision made by the 
voters. Edward N. Barnard, attorney 
for the jitney drivers, would not agree 


to the proposal. 


The Corporation Counsel’s office has 


engaged New York counsel to look 


after the city’s interest when the case 
is reviewed before the U. S. Supreme 


- Court. 


New motor coach service has been 


' started by the Department of Street 


Railways on a five-minute schedule on 
Woodward Avenue to combat the jit- 
neys. A 10-cent fare is charged for 
passengers riding between the Detroit 
River and Six-Mile road, with the added 
inducement of free transfers to railway 
lines. These coaches are single-deck,. 
21-passenger buses which stop at all 
street crossings to take on or discharge 
passengers. With these coaches a 
comfortable ride is offered at a lower 
rate of fare than the jitneys charge. 

It was pointed out by the Street 
Railway Commission that the jitneys 
take from the municipal street railway 
system a large portion of the most 
profitable central traffic in Detroit with- 
out relieving the D. S. R. of a single 
line of its unprofitable routes, many of 
which must be operated at a loss. The 
principle of operation embracing the 
use of the profitable downtown lines to 
support the lightly traveled outlying 
lines obviously cannot be applied with 
jitney competition. 

The recent decision at the polls is 
looked upon by the city officials as a 
renewed pledge of faith in municipal 
ownership. The proposed amendment 
~to the ordinance was considered an at- 
tempt to wrest from the people the 
control of city streets, for which a 30- 


‘year battle was fought. 


It was stated by the commission that 


while the jitneys serve only four down- 
town lines, the Department of Street 
Railways operates 55 lines, for service, 
not profit. In depriving the city of 
$1,000,000 in revenue last year, the 
jitneys reduced the D. S. R. revenues 
by an amount sufficient to purchase 72 
new street cars or 75 double-deck, 60- 
passenger gas-electric motor coaches 
similar to the 50 which the city has 
purchased and which are now being de- 
livered, under the terms of the contract 
with the bus manufacturers. 

It was brought to the attention of the 
people that extensions of city railway 
and motor coach service to outlying 
sections and the continuation of the 
present 6-cent fare depended largely 
on the elimination of the jitney. 


Baseball Enthusiasts Travel by 
Bus in Boston 


Ten buses were chartered from the 
“Boston Elevated Railway during the re- 
cent baseball season to enable employ- 
ees of the Houghton & Dutton Company, 
Boston, to reach the Fenway Park base- 
ball grounds quickly without encroach- 
ing upon track capacity of the local 


Boston Fans Handled by Buses Which Were 
Specially Chartered from the Elevated 


railway. There is a department store 
baseball league in Boston the games of 
which begin in the late afternoon, and 
in order to take advantage of daylight 
saving and reach the grounds as soon 
as possible after the stores close, the 
bus was utilized. The Houghton & Dut- 
ton store is located about half way 
between two busy subway stations 
crowded with traffic during the late 
afternoon, and the use of the bus in this 
case was advantageous from every 
viewpoint. The accompanying illustra- 
tion was taken from the Boston office 
of the ELecrric RamLway JOURNAL in 
Tremont Temple. 
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Menominee Favors Bus— 
Marinette Issue Pending 


The Menominee, Mich., Common 
Council has expressed itself in favor 
of the installation of bus service in 
that city. As the first step in this 
direction the Council has instructed the 
franchise committee to investigate the 
practicability of offering a franchise to 
a bus company which would guarantee 
adequate service, preferably the Menom- 
inee & Marinette Light & Traction 
Company. : 

Contrary to the stand taken by the 
Council of Menominee, the Council of 
Marinette, at a meeting in August, 
refused to allow the railway to use 
buses on a three months basis in an 
attempt to wipe out the deficit which 
it is now experiencing in the operation 
of its twin city street car line. Ata 
later meeting, however, the Council 
unanimously passed a resolution au- 
thorizing Councilmen to visit the bus 
systems operated by the railways in 
Manitowoc and Sheboygan. 

After the refusal of above-mentioned 
Council to permit bus service on a 
trial basis, the company applied to the 
Railroad Commission for permission to 
increase its railway fares. Should the 
commission approve the proposed seale, 
cash fares will be 10 cents instead of 
7, tickets three for 25 cents instead of 
ten for 50 and rates for children be- 
tween four and twelve years of age 
from 4 to 5 cents. The question of bus 
operation will be deferred pending the 
return of the Aldermen from their tour 
of investigation. 


Another Stage in Buffalo’s 
Municipal Bus Venture 


Mayor Frank X. Schwab of Buffalo, 
N. Y., was authorized by the City Coun- 
cil recently to invite corporations to 
operate buses within the city under the 
terms of a contract which provides for 
the payment of 20 cents per mile of 
operation, the money to apply on the 
purchase price of the buses by the city. 
Details of the proposed contracts were 
not revealed at the Council session, 
but the Mayor promised the Council he 
would submit within the next two 
weeks the names of the companies 
which will operate buses under the new 
form of contract. Mayor Schwab said 
he had no intention of giving up his 
municipal bus venture. 

Questioned by other members of the 
City Council, Mayor Schwab said that 
the $10,000 which the Council appro- 
priated for initial operating expenses 
of the municipal bus routes and which 
already had been paid to John C. Mon- 
tana, who operates interurban buses in 
western New York, and to the White 
Motor Company, had not been lost to 
the city and would apply on the pur- 
chase price of the buses if the city 
voted to buy them. The new form of 
contract under which the city would 
pay 20 cents per mile of operation, the 
Mayor said, was modeled after a bus con- 
tract made in the city of Detroit when 
municipal bus lines were first operated. 

Besides asking that he be given au- 
thority to enter into a new bus contract, 
the Mayor advocated the establishment 
of a zone system of fare payment. 
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Stagger Arrangement in Neenah 


A three-cornered agreement was 
finally reached by officials of the city 
of Neenah, Wis., the Railroad Commis- 
sion and bus transportation companies 
at a recent conference held in Neenah 
for the purpose of regulating the oper- 
ation of interurbans and buses in the 
hope of solving the traffic problem. A 
one month’s trial will be made begin- 
ning Oct. 1 to regulate all transporta- 
tion lines. This will be attempted by 
having buses of the traction company 
leave at five minutes after and 25 
minutes before each hour and buses of 
the Homan Bus Company leave 25 
minutes after and five minutes before 
each hour, while the Neenah-Appleton 
interurban cars will remain on the same 
schedule of fifteen minutes before and 
after each hour. A ten-minute service 
will thus be provided between Neenah 
and Appleton. A system of skip stops 
will also be introduced to cut down the 
number of stops by buses. At present 
buses stop anywhere. 


Bus Operator Seeks to Use Weekly 
Pass.—Application for the use of the 
weekly pass was made before the Pub- 
lic Utilities Commission at Hartford, 
Conn., on Sept. 28 by John T. L. Hub- 
bard, counsel for the Lordship Railway. 
The latter operates bus lines between 
Bridgeport and the communities of 
Lordship Park and Avon Park. Argu- 
ments in support of the application 
were made by Mr. Hubbard, Edwin M. 
Walker, president Schenectady Rail- 
way, and Walter Jackson. W. J. 
Flickinger, vice-president of the Con- 
necticut Company, and various jitney 
operators protested the application. The 
commission reserved decision. 

Abandons Bus Line.—The Milwaukee 
Electric Railway & Light Company, 
Milwaukee, Wis., discontinued the op- 
eration of its Beaver Dam bus line, 
effective Oct. 1. Unlike its other bus 
lines running into the lake regions, the 
Beaver Dam line was not heavily pat- 
ronized during the busiest summer 
months. 

Buses on Trial for One Year.—The 
Peninsular Railway has been authorized 
by the Railroad Commission to continue 
experimental operation of buses in the 
city of Palo Alto, Cal., for one year 
from Sept. 28, 1926. The petition is 
granted on condition that such service 
may be discontinued on 90 days notice 
if it be found that the revenues are 
insufficient to warrant operating. The 
bus service in question was authorized 
-by the Railroad Commission a year ago 
as a substitute for the electric railway 
line abandoned at that time. The rail- 
way had found after one year of opera- 
tion that the service was not paying 
its way. 

Objects to Bus Application The In- 
ternational Railway, Buffalo, N. Y., 
appeared recently before Public Service 
Commissioner Pooley in opposition to 
the application of John F. Burke, re- 
ceiver for the Hamburg Railway, Buf- 
falo, for permission to operate buses 
between Hamburg and Buffalo to am- 
plify the company’s service. The com- 
pany seeks to operate two passenger 
buses on an hourly schedule between 
Hamburg and Lafayette Square at Main 


Street in Buffalo, charging a 40-cent 
fare to Hamburg and 20-cent fare to 
Lackawanna and zone rates between 
these two points. The International 
Railway complained that the proposed 
bus line would take passengers to Lacka- 
wanna in competition with the South 
Park car line. Decision by the com- 
mission was reserved. 


Bus Line Authorized—The Charles- 
ton Interurban Railroad was granted 
a permit recently by the City Council of 
Charleston, W. Va., to operate on Pied- 
mont Road to Greenbrier Street and 
through the residential thoroughfares 
north of Washington Street. The new 
bus line, which will be started in the 
near future, will have its terminal at 
the corner of State and Summers 
Streets. 


Bus Certificate Granted.—The Illinois 
Commerce Commission on Sept. 22 
granted the Alton, Granite & St. Louis 
Traction Company a certificate of con- 
venience and necessity to operate buses 
connecting East St. Louis, National 
City, Brooklyn, Venice, Madison, Gran- 
ite City and Nameoki to Mitchell, IIl., 
and from Mitchell to Hartford, Wood- 
river, East Alton and Alton. At the 
same time the commission dismissed 
the applications of the Pioneer Motor 
Transportation Company, Prairie State 
Bus Line and Superior Motor Bus Com- 
pany for certificates to serve the same 
territory. 


Would Operate in Binghamton.—The 
Binghamton Railway Bus Lines, Inc., 
has filed a petition with the Public 
Service Commission for permission to 
operate buses in the city of Bingham- 
ton, N. Y., and adjoining territory. The 
company proposes a 30-minute schedule 
from 6 a.m. to 12 p.m. weekdays and 
7 a.m. to 12 p.m.on Sundays. The fare 
is to be 7 cents. Transfers will be per- 
mitted from the bus line to the street 
cars of the Binghamton Railway under 
the same rules as prevail at present. 
A public hearing will be held on the 
application. 

Buses Used on Extension.—The Key 
System Transit Company has applied to 
the California Railroad Commission for 
a certificate to operate an extension of 
its Thousand Oaks line. Buses will be 
used between the intersection of the 
Alameda and Monterey Avenue and the 
intersections of Colusa Avenue and 
Fairmont Avenue and _ intermediate 
points in the city of Berkeley. 


Would Substitute Buses.— The Bus 
Transportation Company, subsidiary of 
the Denver Tramway, Denver, Col., has 
asked for a permit to operate buses 
between the western city limits of Den- 
ver and Arvada, Col. The tramway 
desires to operate buses because its 
electric lines in this vicinity do not pay. 

Suburban Line Denied Bus Grant.— 
The Pennsylvania Public Service Com- 
mission recently refused a petition for 
a certificate of public convenience to 
the Southern Pennsylvania Bus Com- 
pany for the right to operate a bus line 
between Chester and Darby. The appli- 
cant is a subsidiary of the Southern 
Pennsylvania Traction Company, Ches- 
ter, Pa., which operates a double-track 
railway between these points. Various 
communities along the line protested 
against the bus line, claiming that the 


roads are already heavily traveled 
traffic arteries. The commission in its 
decision said that although the ter- 
minal points were important centers 
they were now served not only by a 
number of railway lines but by steam 
lines as well. It was possible, the com- 
mission felt, in this rapidly growing 
territory that conditions might change 
where bus service would become neces- 
sary in addition to existing facilities, 
but at the present time the commission 
was not convinced that public necessity 
required the additional service. 


Franchise Canceled—Buses to Be Op- 
erated.—The City Council of Vancouver, 
Wash., has received authorization to let 
an exclusive franchise for bus lines to 
be operated to the district recently 
served by street cars. Applications for 
such service will be received after 
Oct. 1. Earl S. Nelson, president of the 
Clark County Development Company, 
which corporation managed the railway 
lines, has signed on behalf of his com- 
pany an agreement reached with the 
City Council relative to repairing 
streets on which the tracks of the Van- 
couver electric railway are located. 
With this agreement signed the Coun- 
cil approved the ordinance canceling 
the franchise held by the company. 
Service of street cars on the Orchards- 
Sifton line as previously reported was 
to cease on Oct. 1. Other lines are to 
continue until the middle of October or 
until suitable bus service can be insti- 
tuted. 


Buses and Cars to the Fair. — The 
Reading Transit Bus Company, an asso- 
ciate of the Reading Transit Company, 
Reading, Pa., operated buses in con- 
junction with railway cars to give 
patrons the advantage of direct trans- 
portation between their homes and the 
Reading Fair Grounds. The charge on 
the buses was 10 cents, while the regu- 
lar 7-cent fare continued on the cars. 
Persons wishing to avail themselves of 
the railway and bus service in visiting 
the fair, which opened on Sept. 14, were 
able to make the trip from their homes 
direct to the entrance gates for a fare 
of 17 cents. 


Would Operate in Troy.—The Public 
Service Commission held a hearing on 
Sept. 22 on the application of the Capi- 
tol District Transportation Company, 
Inc., a subsidiary of the United Trac- 
tion Company, for a certificate to oper- 
ate a bus line in the city of Troy. The 
bus company proposes to operate over 
the so-called Albia division of the trac- 
tion company, which the company at the 
same time petitioned to abandon. The 
city of Troy has by action of its Com- 
mon Council consented to the abandon- 
ment and the substitution of buses. The 
bus company has agreed to a system of 
transfers with the United Traction 
Company lines, to a minimum of 22 
buses with a minimum schedule of ten 
minutes and a five-minute schedule dur- 
ing rush hours; to the payment of a 
license fee of $75 per year for each 
vehicle operated; to the storing of the 
buses in the Albia carhouse of the 
United Traction Company, and to the 
removal under the direction of the city 
engineer of the poles, wires, tracks, ties 
and all other paraphernalia now used in 
the operation of the trolley line. 
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New Jersey Company to 
Split Stock 


Three for One Division of Common 
Proposed—Dividends on Preferred 
to Be Paid Monthly 


Directors of the Public Service Cor- 
poration of New Jersey, among the 
subsidiaries of which are the Public 
Service Railway and the Public Service 
Transportation Company, announced on 
Sept. 28 that they would recommend to 
shareholders that the common stock 
outstanding be divided in a ratio of 
three to one and also that eventually 
the new stock would be put on the 
equivalent of a $6 dividend basis as 
against the present rate of $5. The 
directors also will recommend that 
authorized preferred stock be increased 
from $100,000,000 to $200,000,000 and 
that the authorized amount of no-par 
value common shares be increased from 
2,000,000 to 10,000,000 shares. . The cor» 
poration does not intend to offer any 
additional common stock for subscrip- 
tion by stockholders. 

The board will further recommend 
that dividends on 6 per cent cumulative 
preferred stock be paid monthly instead 
of quarterly. Under the recommenda- 
tion, the authorized 6 per cent cumula- 
tive preferred stock would be increased 
from $25,000,000 to $125,000,000. The 
authorized 8 per cent cumulative pre- 
ferred would remain at $25,000,000 and 
the authorized 7 per cent cumulative 
preferred at $50,000,000. On Sept. 25 
there were outstanding 1,192,425 shares 
of no-par common, 215,312 shares of 8 
per cent cumulative, 288,570 shares of 
7 per cent cumulative and 51,973 shares 
of 6 per cent cumulative preferred. 

In commenting on the proposals 


Thomas N. McCarter, president, said: 


The recommendations are in the interest 
of More economical financing and a wider 
distribution of stock holdings among the 
public. While it is expected that much new 
capital will be obtained through the sale 
of our 6 per cent cumulative preferred, at 
the same time, because of favorable results 
of operation, common stock of the corpo- 
ration is coming into favor as an invest- 
ment and through the lower selling price to 
result from division will undoubtedly be- 
come more attractive to investors of mod- 
erate means. 

At the proper time I shall recommend to 
the board that the new stock be placed upon 
a $2 a year dividend basis. The proposal 
to pay monthly instead of quarterly divi- 
dends on the 6 per cent cumulative pre- 
ferred is for the purpose of giving another 
attractive feature to this security, which is 
being sold direct to the public by employees 
of our operating companies. 


P. R. T. Stock Increase Approved 


The shareholders of the Philadelphia 
Rapid Transit Company, Philadelphia, 
Pa., at a special meeting on Sept. 22 
approved an increase in the company’s 
preferred stock from $18,000,000 to 
$23,000,000. The new stock, when is- 
sued, will bring the total capitalization 
up to $53,000,000, it having $30,000,000 
common stock outstanding. 7 

Under the stockholders’ approval, the 
company will issue $5,000,000 additional 
preferred stock, the proceeds to go for 


improvements 


and 
during next year, including expendi- 
tures for track improvements and ex- 


capital additions 


tensions, retirement of underlying 
securities, bus equipment and garaging. 

According to a statement made to the 
City Council when that body was con- 
sidering the question of increased stock 
under the city-rapid transit agreement, 
it was stated $1,550,000 of the new 
preferred stock would go toward the 
retirement of underlying securities, in- 
cluding rapid transit bonds and car- 
trust certificates and similar securities 
of underlying companies, $1,700,000 for 
normal capital expenditures and $1,750,- 
000 for additional buses. Common 
stock holders of the company have 
waived their right to buy the new pre- 
ferred stock and it will shortly be of- 
fered to car riders on a partial payment 
plan. The par of the new stock will be 
$50 and dividends of 7 per cent will be 
paid. 


Toronto Commission Would 
Abandon Radials 


During the negotiations for the trans- 
fer of the York Radials to the Toronto 
Transportation Commission, Toronto, 
Ont., the latter body submitted to the 
Board of Control on Sept. 17 a recom- 
mendation that the lines, owned by the 
city, should be abandoned. The com- 
mission gave as its reason that deficits 
would increase further if the radials 
continued to operate. Although the city 
under an agreement with the Ontario 
Hydro-Electric Power Commission, has 
had to assume the deficits of the last 
four years of operation of the radials, 
the board of contro] at a recent confer- 
ence with the Toronto Transportation 
Commission voted unanimously that 
that body should take care of any fu- 
ture deficits, provided it assumed oper- 
ation of the radials. 

Mayor Foster said that the time had 
arrived for the city to cease shoulder- 
ing the burden of about $25,000 annu- 
ally. If the only way to effect the sav- 
ing was to abandon the radials, then 
he was prepared to go ahead and do so. 
Ultimately, he believed, it would be a 
matter for the voters of the city of 
Toronto to decide. 


$300,000 for Tacony Line 


Settlement was made on Sept. 24 by 
the Philadelphia Rapid Transit Com- 
pany, Philadelphia, with the North- 
eastern Philadelphia Transit Company 
for the acquisition of the old Frankford, 
Holmesburg & Tacony Railroad. The 
announcement was made by Albert M. 
Greenfield, representing the  stock- 
holders. A _ price of $300,000 was 
agreed upon last spring and the Public 
Service Commission has approved. 
Mr. Greenfield announced that the road 
would be rebuilt and become a part of 
the P.R.T. system. It will operate 
from Blakiston Street to the Frankford 
“TL” terminal at Bridge Street. One 
fare will be charged and free transfers 
will be given to and from the line at the 
“L” terminal. 


Rate Settlement in Memphis 


New Tentative Base of $10,674,452 
Recalls 1919 Investigation— 
Approval Awaited 


A compromise on a suit now pending 
in the Supreme Court of Tennessee in- 
volving the rate base of the Memphis 
Street Railway, Memphis, Tenn., was 
effected recently. Mayor Paine has 
approved the terms which settle $10,- 
674,452 as the rate base. Recommenda- 
tion for this settlement was made by 
Ross Harris, valuation expert employed 
by the city, and E. B. Klewer, city at- 
torney. The settlement will have no 
immediate bearing on the fare charged 
by the company. By the terms of the 
agreement the company will dismiss its 
appeal to the Supreme Court, thereby 
making the opinion of the court of civil 
appeals, which sustained the material 
contentions of the city, final. Mayor 
Paine, in approving the terms of the 
settlement, traced the history of the 
litigation. 

The Railroad and Publie Utilities 
Commission on July 12, 1919, ordered 
an investigation to ascertain the value 
of the property as of July 1, 1919, so 
that it could be determined upon what 
proper values the company was entitled 
to earn a fair return. 

Valuation reports were made by 
A. S. Richey, representing the commis- 
sion; J. H. Perkins, representing the 
receivers of the company, and Ross Har- 
ris, representing the city, and early in 
1920 the utilities commission fixed the 
rate base as of July 1, 1919, at $11,- 
846,034, in which was included $787,579, 
for development costs and $1,930,544, 
representing the value of superseded 
property. To the inclusion of the last 
two items in the rate base the city ob- 
jected and filed a certiorari to review 
the findings of the commission in the 
Circuit Court of Davidson County, in 
Nashville. The city lost this case in 
the Circuit Court and appealed to the 
Court of Civil Appeals. 

REPRODUCTION COST OVERLOOKED 


That court decided that while the 
commission erred in including in the 
rate base items for superseded property 
and development costs complained of by 
the city, the commission should have 
given, but failed to give, due weight to 
the reproduction cost of the property of 
the company—that is, what it would 
cost to reproduce the physical proper- 
ties of the company, as of the date 
fixed, less accrued depreciation—and 
remanded the case to the utilities com- 
mission for a revaluation in accordance 
with the principles announced by the 
court. Then the company took the case 
to the Supreme Court by certiorari. 

Since the reproduction cost would 
equal, if not exceed, the rate base as 
fixed by the commission, and since the 
rate of fare would not be affected, and 
in view of the enormous cost of a re- 
valuation hearing, it was deemed ad- 
visable to compromise the law suit, the 
Memphis Street Railway having agreed 
to pay all costs. The new rate base, 
tentatively agreed upon, must be ap- 
proved by the commission. If adopted, 
it is substantially the same as the rate 
base heretofore fixed by the commis- 
sion, the difference being due to deduc- 
tions made since 1919, by the sale of 
certain properties of the company. 
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The Memphis Street Railway’s rate 
base case was one of the very first 
coming before the commission after its 
organization in 1919. At that time the 
courts were not agreed as to the basis 
on which a value for rate making pur- 
poses should be fixed. Since that time 
the Supreme Court of the United States, 
and courts generally, have announced 
the rule that the reproduction cost less 
depreciation is a controlling factor in 
fixing a valuation of public utility prop- 
erties for rate making purposes. 

Even if the city had sustained all its 
contentions in the suit, a reduction in 
fares would not have been justified by 
the earnings of the company, due to 
loss in revenue passengers carried and 
because of the increased use of auto- 
mobiles. 


Receiver for Colorado Road 


As the result of a suit in equity 
‘brought by the Guaranty Trust Com- 
pany of New York, trustee for the 
bondholders, the Denver & Interurban 
Railroad, operating between Denver 
and Boulder, has been placed under a 
receivership. Judge Foster Symes of 
the U. S. District Court at Denver 
named as receiver W. H. Edmunds, 
general manager of the road since its 
operation began in 1909. Mr. Edmunds 
expressed the opinion that discontinu- 
ance of service was desired. 

In December, 1924, the electric line 
started bus service over virtually a 
parallel route. It received the support 
of the city of Boulder in its applica- 
tion for a certificate of public conveni- 
ence and necessity at that time. The 
city now claims that the road officials 
promised electric service would not be 
discontinued if the bus franchise were 
secured. 

The Denver & Interurban Railroad 
was a paying property during the first 
ten years of its operation. It was in 
the hands of a receiver from 1918 to 
1920, war conditions being responsible 
for its failure to pay. 

Information laid before the court by 
Receiver Edmunds in his request for 
instructions sets forth that operating 
profit was $6,782 in 1921 and $27,095 
in 1922. Since then, however, the line 
has lost money, the figures being: 1923, 
$13,051; 1924, $42,226, and 1925, $53,- 
514. Losses this year total $51,217 to 
Aug. 1. 

The line operates eighteen schedules 
daily, the one-way distance being 30 
miles. Employees number 42 and the 
monthly payroll is $8,000. Power costs 
average $2,800 monthly. Single-phase 
current is utilized. Cars installed in 
1909 are still in use. The round-trip 
fare on the line is $1.80, with one-way 
tickets selling for $1. Lower rates pre- 
vail on a commutation basis. 

The bus line has proved successful. 
Six runs each way daily were operated 
at first. This was later increased to 
eleven each way, two more than the 
electric line. Tickets have been inter- 
changeable on the bus and electric rail- 
way line. 

The-bonded indebtedness of the elec- 
tric line is $1,250,000. In its suit the 
Guaranty Trust Company stated that 
the road was delinquent in interest 
payments on the bonds. 


$204,706 Profit in Seattle 


Operation of Municipal Railway in 1925 Results in Decreased 
Revenues—Number of Accidents Decreases 


ARNING figures of the Seattle 
Municipal Railway, Seattle, Wash., 
for the year ended Dec. 31, 1925, reveal 
a net income considerably lower than 
for the year previous but higher than 
for 1923. Net income in 1925 was $204,- 


706, compared with $557,243 in 1924 
and $169,636 in 1923. No explanation 
of the lowered net income was included 
in the report, which is devoid of text 
except for the chronology. . However, a 
perusal of the statistical tables shows a 


INCOME STATEMENT, SEATTLE MUNICIPAL 
STREET RAILWAY 
1925 1924 
$5,950,204 $6,119,290 
5,031,917 4,807,538 


vie 287 $1,311,752 


Operating revenues.......... 
Operating expenses.......... 


Operating income.......... 


Miscellaneous revenue....... 12,196 II, 699 
Gross income......... ..+» $930,483 $1,323,451 
Deductions from gross income 725,776 766,207 
Net income............... $204,707 $557,244 


PROFIT AND LOSS 
Losses accrued (other than income) current annual 
period. 
Adjustment of accounts receivable....... $590 
Delayed losses accrued in prior periods: 


Cost of retiring property..... . ,013 
Property retired not fully de- 
preeiatad,. 732. c2 tee senile 159,362 
Loss on land sold............ 17,418 
Adjustment of accounts re- 
cetvable: sani. ee aeeec - 1,058 
$196,852 
Net income (profit and loss) gain........ 25,746 
$223,187 


Netanoonie-sescercoeiee ee «. ssc tesses 204,707 

Gains accrued (other than income) current 
BIMtrie) HOLIOG sy deety y= -:~ « «\s/aleieiels we 1,244 
Delayed gains; accrued in prior periods. . 13,504 
Unearned increase of WHANIGI = . wie oe Sense 3,731 
$223,187 


OPERATING STATISTICS OF THE SEATTLE 
MUNICIPAL STREET RAILWAY 


1925 1924 

Car-miles operated.... 15,717,484 15,883,567 
Car-hours operated.... 1,700,450 1,717,052 
Bus-miles operated... . 559,236 414,720 
Bus-hours operated... . 57,135 43,542 
Total car-miles.......- 16,276,720 16,298,287 
Total car-hours.....-. 1,757,585 1,760,594 
Average speed......-- 3. 27 9.26 
P. S. E. transfers... ... 7,033 7,063 
S. &. R. V. transfers... 883,418 882,738 
Jitney transfers..:.... 481,775 414,798 
Passengers at 2} cents.. 2,200,758 2,151,501 
Passengers at 3 cents. 59,527 58,07 
Passengers at 8} cents. 63,994,015 66,060,792 
Passengers at 10 cents.: 4 +827,790 4,841,895 
Total pay passengers... . 72;454'316 74,416,865 

eadheads..........- ,007,590 152,7 
PTSHSICES..~ ase> ee oe ciel 18,995,932 18,697,374 
Phe passengers...... 92,457,838 94) 266,974 

‘ay Passengers per care 

ale HIRES orn © 4.4514 4.5659 
Total passengers per car- 

me eT ee eee 5.6804 5.7839 
Total passengers per car- 

OUT. & ob eee eee 52. 6050 53.5427 
Passenger revenue..-.. $5,909,486.75 $6,083,238. 19 
Miscellaneous revenue. 52,914.16 47,751.16 
Gross revenue........- 5,962,400.91 6,130,989. 35 
Revenue per car-mile. . . 366315 .376174 
Revenue per pay pas- 

WOHBEE. 5. oso eee . 082292 - 982387 
Revenue per total pas- 

PONCE. dbo cee . 064488 . 065039 
Expenses, including de- 

preciation.........- $5,031,917.72 $4,807,538. 52 


STATISTICAL AND COMPARATIVE REPORT OF OPERATION OF THE SEATTLE 
MUNICIPAL STREET RAILWAY 


1925 1924 
Per Car- Per Car- Per Gar- Per Car- 
Revenue—Operating Amount Mile Hour Amount Mile Hour 
—— Cents ——~ -—— Cents —— 
Passenger Cam T6VOnUG ie. = os essen cee ene $5,851,959 35.95 332.95 $6,043,981 37.08 343.29 
Special passenger car revenue............... 1,205 -Ol 07 593 6 03 
Automobile bus revenue.................... 57,526 ae 3.27 38,662 .24 2.20 
Municipal department passenger revenue..... 48,000 29 ae 48,000 -29° 2.73 
Freight revenue. 32,434 -20 1.85 29,621 18 1.68 
Mail'revenue. scm eee es <2, o252 smote 22,776 Bi Ks 1.29 19,395 -13 1.10 
Miscellaneous transportation revenue........ 0 .cccseees) caeens  ceeees 12 8 0 
Discounts and adjustments................. 63,699 89 3.62 60,976 -87 3.46 
Total operating revenue.................- $5,950,204 36.55 338.54 $6,119,290 37.55 347.57 
Miscellaneous See aed io Expenses: 
General shops... $34,685 91 1.97 $40,086 -25 2.28 
Service equipmen 2,605 02 15 2,351 01 13 
Utility equipment 728 Oo my E04 182 ) 01 
Electric current sold. . 797 0 .05 946 -01 .05 
Rental of real estate and build gs 4,410 03 <2 4,024 -02 .23 
Rental of tracks and way facilities 22,071 14 1.26 23,892 tS 1.36 
Rental of transportation puiprset 1,071 01 . 06 1,578 81 -09 
Station and car privileges... ... 18,731 he 1.06 22,335 13 1.27 
Lost and found department. 256 0 .O1 296 0 .02 
Other miscellaneous 
Revenues and expenseS...............e2000: 1,923 01 1 1,840 .Of . 10 
Total miscellaneous revenue.............. $12,196 . 08 .70 $11,699 . 07 - 66 
Dip taal errs FOUR ce sie e555 an, ccn wicoca siete $5,962,400 36.63 339.24 $6,130,989 37.62 348.23 
Summary of Operation: 
Way and way structures................... $498,345 3.06 -28.35 $459,717 2.82 26.11 
Conducting transportation.................. 2,144,246 13.17. 122.00 2,022,303 12.41 t14.86 
Maintenance of transportation equipment... . 471,367 2.90 26.82 55,935 2.80 25.90 
Housing and hostling transportation equipment 218,152 1.34 12.41 206,294 Bt Gee UR P- 
PO WOr See ee Go 3 cas Sainicle ees 617,488 3.79 35.13 624,815 3.83 35.49 
Commeraialto a eemmniis:- =. fap camiekeeied 65,986 -41 3:75 53,472 Be 3.04 
SRengrat tie Mee 6 «5s ale neha ene cn 332,773 2.04 18.93 299,885 1.84 17.03 
Depreciation and amortization.............. 683,556 4:20 538251 685,114 4.20 38.91 
Total operating expenses.............-24. $5,031,917 30.91 286.30 $4,807,538 29.50 273.06 
INCOME STATEMENT 
1925 1924 ——_—_——~ 
a oS Dr. Cr. 
Operate rOuenuesrecins «=. cce cue ces cis velce aia ais $5950 DOR ens ee $6,119,290 
Operating Expenbes vere = 6. scene seed ees eee we! S2OSE IIT Gate a ate) | aiG0s, 336 mena aan 
Operating income..............- 1,311,751 
Miscellaneous revenues and expenses. . 11,6 
Gross IneomGes hoe. eres 1,323,450 
Deductions from gross income................. «. - £29976. °..akeaccert 07 976R DOT eee 
Niet Siem emer eee ow nid eS aie hens neat 557,243 
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CONDENSED BALANCE SHEET OF SEATTLE 
MUNICIPAL STREET RAILWAY AS OF - 
DEC. 31, 1925 


CAPITAL ASSETS 


Total capital assets........-...-+++.+ $13,578,403 
- Total interest, redemption and special 
UNSER ES Stee APOIO So Ce OO 355,343 
‘Total current assets..........-...---- 1,190,400 
Total deferred charges..............- 60,852 
mDeficit—Dec. 31, 1925......6.-....05 590,182 
i $15,775,182 
z CapPpiTaL LIABILITIES 
- Bonds outstanding: 
_ General lien bonds............----- $775,000 
Utility revenue bonds.............- 13,524,500 
" Total capital liabilities.............-. $14,299,500 


REDEMPTION AND SINKING 
Funp LIABILITIES 
Unmatured accrued interest on 
: funded debt: 
_ General lien bonds......... _ $7,812 
Utility revenue bonds....... 225,240 


$233,052 
"Special guaranty deposit (repayable) .. 300 


Matured unpaid interest on funded debt 3,244 
Audited and approved claims and de- 
preciation reserve fund loans payable 28,219 


Total interest, redemption and special 


Raprscl Win br bres : tke ced tien seats $264,817 

CURRENT LIABILITIES 

Current fund loans payable: 

Bee peverit fans en a sic Vek we = $264,133 
Pe DOnGINGR 5. sae tee eee Ss 227,000 
iation reserve fund........ 90,000 
$581,133 

mounts reserved on contractor's esti- 
23,395 
74,156 
_ Audited and approved claims payable.. 250,918 
arrants outstanding..............-. 243,429 
' Total current liabilities............... $1,173,031 
$15,775,182 


PAYROLLS AND VACATIONS—1925 


Cost of 

Transportation: Payrolls Vacations 
fice, inspectors, station mas- 

Pigeons date heme $107,541 $4,306 

BEMESAININEN. 0.2. 2-0 bse as'ee ss 2,100,778 87,696 

Shops and carhouses......... 59,047 15,157 

Way and structures.........- 525,187 20,152 

MOUNTING: vite. ete) a. 5 ~ winrar © 89,864 3,899 

Derlam tans. ce seis $3,382,416 $131,210 


SEATTLE MUNICIPAL STREET RAILWAY 
SEGREGATION OF PASSENGER CAR-HOURS 
AND CAR-MILES 


Car-Hours Car-Miles 
175,268 
715,769 
788,806 

57,135 


1,736,978 


559,236 
16,202,111 


decline of $169,086 in total operating 
revenue and an increase of $224,379 in 
total operating expenses. 

Included in the history are the fluc- 
tuations in the fare rate from May 9, 
1914, when the cash fare was 5 cents 
vith six tickets for 25 cents, to June 16, 
1923, when a cash rate of 10 cents and 
token fare of 8% cents went into 
ect. Employees numbered 1,869, of 
vhom 1,192 were trainmen receiving 
from 60 cents to 77 cents an hour. 
There was a slight decrease in the 
umber of accidents. The total num- 
ber in 1925 was 6,322, against 6,443 in 
924. Still the amount paid for injuries 
and damages was higher in 1925, being 
178,567, against $65,105 in 1924. 


Petitions for Valuations Rejected.— 
he California Railroad Commission 
ias dismissed applications of the city of 
kland and the city of Alameda*for a 
faluation of the property of the San 
Francisco-Oakland Terminal Railways, 
Jakland, Cal. 
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Increase in Net Income on 
Brooklyn City 


For the year ended June 30, 1926, the 
Brooklyn City Railroad, Brooklyn, 
N. Y., realized a net income available 
for dividends of $1,422,736, compared 
with $1,411,576 for a similar period the 
year previous. Gross revenues from 
transportation were $11,399,373, an in- 
crease of $36,092 compared with the 
previous year. Total operating ex- 
penses decreased from $9,077,698 for 
the previous year to $8,963,104. Dur- 
ing the year 230,355,382 revenue pas- 
sengers were carried, compared with 
229,613,538 in the preceding year. A 
higher standard of service was accorded 
the public, the seat-miles per car-mile 
increasing from 45.71 to 47.12. 

Interest charges showed an increase 
from $282,688 to $500,810 due to the 
interest on the $1,627,000 first consoli- 
dated mortgage 5 per cent bonds sold on 
July 1, 1925, and the interest on the 
equipment trust series “A” 5 per cent 
certificates issued in January, 1925. 
The proceeds from the sale of these 
securities were used to make payments 
on account of the new cars, to reimburse 
the company for expenditures on its 
*shops, to purchase materials and sup- 
plies and for other corporate purposes. 
This increase was in part offset by a 
reduction in the amount paid for rentals 
of cars and tracks from $204,832 to 
$79,275 due to the use during a portion 
of the year of the newly purchased cars 
in lieu of others previously rented. 

Pursuant to order of the Transit 
Commission of the state of New York 
dated May 24, 1925, the company is pro- 
ceeding with the inventory and ap- 


INCOME STATEMENT OF THE BROOKLYN 
CITY RAILROAD 


Fiscal Year Fiscal Year 


Ended Ended 
June 30, June 30, 
1926 1925 
Passenger revenue. . $11,399,283 $11,363,196 
Other car revenue........ 90 85 
Total transportation rev- 
ONUG heehee siete = estas $11,399,373 $11,363,281 
Advertising and _ other 
DIPVIERES see p55 es ae 96,666 96,000 
Rent of land and buildings. 126,526 146,292 
Rent of tracks and ter- 
Dana lasek eee en 54,527 56,590 
Miscellaneous revenue. ... 820 1,515 
Total operatingrevenue. $11,677,915 $11,663,679 
Operating Expenses: 
Maintenance—Way and 
BRERUCCULES a7 = 16/38 ces $1,327,310 $1,407,398 
Equipment. -.....--. 5.4. 1,216,427 1,441,866 
POMC GE ce eet oe 1,047,848 953,422 
Operation of cars......... 4,219,640 4,143,844 
Injuries to person and 
PLOMEHbV ce ces 636,747 583,183 
General code miscellaneous 
OXPCHBCSS-oiecie eens st: 515,129 547,982 
Total operating expenses $8,963,104 $9,077,698 
Net operating revenue.. $2,714,810 $2,585,981 
Taxes assignable to opera- 
PION Ati Ro ats cl te 768,707 775,363 
Operating income....... $1,946,103 $1,810,617 
Non-operating income..... 92,854 101,940 
Gross income.......... $2,038,958 $1,912,558 
Income Deductions: 
Tnterest a ctrae ants webct ae $500,810 $282,688 
Rent of cars and tracks... . 79,275 204,832 
Other deductions from 
INGOMS sae eeee ee oe 36,135 13,461 
$616,222 $500,982 
Net income..... Saceeseeel,422,756 $1,411,576 
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praisal of its property and it is said 
that the same will shortly be amr 
and ready for presentation. 

All the 335 new modern type cars 
contracted for in 1925 were delivered 
and placed in operation during the sum- 
mer and fall of 1925. As of Jan. 1, 
1926, various agreements having to do 
with the joint expense of maintenance 
of track, roadway and cars by the 
Brooklyn City and the Brooklyn-Man- 
hattan Transit Corporation were ter- 
minated by mutual agreement, and the 
Brooklyn City is now doing all such 
maintenance work itself. The reduction 
in the maintenance of equipment com- 
pared to previous years is largely due 
to the newer and more modern type 
of cars. 

The company, jointly with the Brook- 
lyn-Manhattan Transit Corporation, has 
offered to supply supplemental bus serv- 
ice in Brooklyn on terms which it is 
believed are more advantageous to the 
general public than any other sugges- 
tion that has been laid before the Board 
of Estimate and Apportionment of the 
city of New York. The matter is still 
under advisement by the Board of Esti- 
mate and Apportionment. 

Charges for injuries to persons and 
property were greater than the previ- 
ous year, largely due to the increase in 
vehicular traffic. Every effort is being 
made to decrease the number of acci- 
dents, and beginning Aug. 1, 1926, a 
plan was put in effect under which all 
employees operating their cars for cer- 
tain periods without an accident will 
receive a bonus. It is expected that 
this plan will prove of advantage to the 
employees, the public and the company. 


Railway Operates Under New Con- 
trol.—Control of the Valley Railways, 
Lemoyne, Pa., operating 44 miles of 
electric railway, particularly in Carlyle 
and Lemoyne, has passed to the Lehigh 
Power Securities Corporation. This 
has brought the Valley Railways into 
the group of properties under the super- 
vision of the Electric Bond & Share 
Company, New York, N. Y. 


Fate of Line Uncertain.—The pos- 
sible purchase of the Windsor, Essex 
& Lake Shore Rapid Railway, Kingston, 
Ont., by Windsor and adjacent border 
cities is a question for early consider- 
ation. This situation was announced 
recently by Gordon D. Wickett, presi- 
dent, leaving for England to attend a 
meeting of the road’s bondholders. He 
forecast a cessation of operations 
unless the line were taken over by 
the interested communities of Essex 
County. Mayor Mitchell. of Windsor 
said he would not countenance purchase 
of the line until definite information 
was forthcoming with respect to its 
financial condition. 


Hearing on Abandonment Deferred. 
—The hearing before the Public Service 
Commission on the application of the 
Hudson Valley Railway, Glens Falls, 
N. Y., for approval of a declaration of 
abandonment of its Lake George to 
Warrensburg trolley line and the line 
from Thomson to Greenwich has been 
adjourned to Oct. 19 at Albany. The 
date for a hearing on the matter was’ 
first set for Sept. 22 and then adjourned } 
to Oct. 5. ; 
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Legal Notes 


FEDERAL CIRCUIT CouRT—Employee 
Engaged in Interstate Commerce. 


The train of a railway entirely intra- 
state was carrying both interstate and 
intrastate shipments when it stopped 
to allow the electric locomotive to do 
some switching of empty coal cars. 
While this was being done, a trainman 
was injured. He was held to be en- 
gaged in interstate commerce. [Youngs- 
town & O. R.R. vs. Halverstodt, 12 Fed- 
eral (Second) Rep., 995.] : 


FEDERAL CIRCUIT CouRT.—Cars Used in 
Interstate Commerce Must Have 
Safety Coupler. 

A switchman in the yard of an elec- 
tric interurban railway was injured 
while endeavoring to couple a car to an 
electric locomotive. The car was some- 
times used in interstate commerce, but 
was empty at the time and was simply 
being switched from one to another 
track. The company was held respon- 
sible because the car was not equipped 
with automatic safety couplers as re- 
quired by the federal safety appliance 
act. [Detroit U. R. vs. Craven, 13 Fed- 
eral (Second) Rep., 352.] 


FEDERAL CIRCUIT CouRT—City Ordi- 
nance Regulating Motor Vehicles, 
Passed Under Police Power, Must 
be Fair and for All Citizens Alike. 


The city of Hammond, Ind., passed 
an ordinance forbidding motor vehicle 
common carriers from operating over 
certain streets, but exempted any 
motor vehicles with whose owner the 
city already had a contract. A certain 
company came under this exemption. 
The ordinance was said to have been 
passed “‘to promote public safety and 
order and to diminish the congestion 
of vehicular travel within said city.” 
The suit was brought by a bus com- 
pany which was excluded under the 
law but had met all the requirements 
of the laws of the state of Indiana as 
to the operation of buses. The Court 
said there were several reasons why 
the ordinance should be declared in- 
valid, but the one particularly cited 
was the exemption mentioned, saying: 
“Police regulations must be fair and 
reasonable for all citizens alike, so far 
as may be.” The ordinance “permits 
some concerns to do the _ identical 
things from the doing of which” ap- 
pellant is excluded. The city had the 
right to make a contract with one 
coach company and not with another, 
but if it had police powers of the ex- 
tent claimed, it has no right to exercise 
them against one user of the street and 
not another. [Schappi Bus Lines, Inc. 
vs. City of -Hammond, 11 Federal 
(Second) Rep., 940.] 


INDIANA.—Relocation of Tracks Because 
of Street Improvement. 

A railway company which originally 
had a 50 year franchise but changed 
it in 1921 to an indeterminate permit, 
was required by the State Highway 
Commission to relocate its tracks and 
change their grade on a highway which 
was being improved. The action of 


the State Highway Commission was 
upheld. [Hammond W. & E. C. Railway 
vs. State Highway Commission, 152 
Northeast. Rep., 806.] 


KENTUCKY.—Local License, Fee for In- 
terstate Bus Upheld. 

A Kentucky law declares that auto 
transportation companies which accept 
licensing and regulation from the state 
need not take out a local license in those 
cities through which they operate. A 
license fee in a small city of from $25 to 
$50 a year per bus, depending on the 
size of the bus, was upheld as not con- 
stituting a burden on interstate com- 
merce, in the case of an interstate bus 
company that had not taken out a state 
license. [Northern Kentucky Trans- 
portation Co., vs. City of Bellevue, 285 
Southwest. Rep. 241.] 


MassacHusEeTTs—A utomobile 
too Near Track. 

A driver stopped an automobile 
where it was certain to be hit by a 
passing electric car if the latter should 
sway a few inches further than the 
driver supposed it would. He was held 
guilty of contributory negligence as a 
matter of law. [Hurd vs. E. M. S. R. 
Co., 150 Northeast. Rep., 5.] 


Missouri.—High Degree of Care Re- 
quired to Persons Standing on 
Step with Door Closed. 

A person tried to board a crowded 
ear at a regular stopping place and 
stood on the step after the door was 
closed and the car had started. While 
in this position, he was hit by the girder 
of a bridge which the car was crossing. 
The company, under the humanitarian 
doctrine, was held responsible, if the 
conductor knew, or by using the highest 
degree of care could have known, that 
an intending passenger was still on the 
step and might be injured. [Amos vs. 
Fleming et al., 285 Southwest. Rep., 
134.] 


NEw HAMPSHIRE—I/nterstate Bus Lines 
Must Not Accept Intrastate Busi- 
ness Unless They Conform to Regu- 
lations Laid Down for Motor Bus 
Common Carriers. 

All recent decisions on the regula- 
tion of interstate motor bus carriers 
by State Public Service Commissions 
are reviewed, and the terms of the 
New Hampshire statute on motor bus 
vehicles was held to apply to all intra- 
state business done by interstate motor 
buses. [Haselton vs. Interstate Stage 
Lines, 133 Atlantic Rep., 451.] 


MicHicAn — Passenger Signaling Car 
While Standing Near Track Is 
Responsible If Injured. 

A person accustomed to travel on a 
certain interurban line signaled a car 
to stop at a point where stops are usu- 
ally made on signal. Expecting the 
car to stop, the prospective passenger 
stood very near the track. No stop was 
made and he was injured. The court 
held him guilty of contributory negli- 
gence. [Devore vs. Rapid Railway, 209 
Northwest. Rep., 111.] 


Stopped 


NEw YorK—wNot Responsible When Cc 
Hits Child Caught in Rail. 

A child crossing the track betwee 
blocks caught his foot in the rail an 
was struck by a car, whereas, if he ha 
not caught his foot in the rail, prol 
ably he would not have been injures 
There was no evidence that the ra 
was defective, and judgment for th 
plaintiff was reversed and a new tri 
ordered. [Madden vs. Chalmers, 21 
New York Supp., 268.] 


Oxn10o—Authority to Issue Bus Certif 
cates to Line Operating to Stat 
Border. : 

A bus company applied for a certi 
ficate to operate from a eity in Ohi 
near the state line to the state lin 
between Ohio and Kentucky. Th 
record showed that it had also applie 
for a route in Kentucky. It was hel 
that the grant of the Ohio franchis 
was within the power of the municipal 
ity and not within the jtfrisdiction 0: 
the Public Utilities Commission. [Can 
nonball Transportation Co. vs. Publi 
Utilities Commission of Ohio., 15( 
Northeast, Rép., 39.] 


Oxn10—Grounds for Revocation of Bus 
Certificate of Public Convenienc 
and Necessity. 

The Public Utilities Commission re- 
voked a certificate of public conven- 
ience and necessity granted to a motor- 
bus common carrier between Cleveland 
and Elyria for the following reasons 
among others: Omission of scheduled 
trips, operation without certain safety 
requirements, use of buses over irreg- 
ular routes for special trips, and use 
of an outside bus for a schedule trip. 
The revocation was upheld on all points 
by the Supreme Court of Ohio, which 
declared, among other things, that the 
carrier, having brought itself clearly 
within the designation of a motor 
transportation company in order to 
receive the benefits of the provisions of 
the motor transportation act, cannot 
claim exemption therefrom on _ the 
theory that as to the so-called special 
trips, it was a “private contract car- 
rier.” [Solt et al. vs. Public Utilities 
Com. et al., 150 Northeast. Rep., 28.] 


VIRGINIA—Injury to: Passenger Alight- 
ing from Car Stopped on Wrong 
Side of Street. 

A city ordinance of Richmond, Va., 
requires street cars to stop for the re- 
ceipt and discharge of passengers only 
on the near side of intersecting streets. 
The director of public safety made an 
exception of the corner where the acci- 
dent occurred, had instructed the com- 
pany to stop on the far side and had 
erected a sign to that effect, but the 
Supreme Court of Appeals of Virginia 
held that he had exceeded his powers in 
doing so. The passenger alighting from 
the front platform of a car stopped at 
the corner in question was struck by. 
an automobile, whose driver was un-| 
aware of the exception and did not ex- 
pect passengers to be discharged at 
that point. The court differentiated 
the case from others where the com- 
pany was held not liable when alighting® 
passengers were struck by vehicles, be 
cause it declared the passenger had! 
been put off at a wrong place. [Vir 
ginia Ry. & Power Co. vs. Taylor, 132% 
Southeast. Rep., 334.] 
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Personal Items 


Charles R. Mahan Comptroller - 
at Highwood 


Charles R. Mahan, for the past four 
years auditor of the Chicago, North 
Shore & Milwaukee Railroad—the 
North Shore Line—has been appointed 
comptroller of this high-speed electri- 
cally operated railroad, with offices in 
Highwood, Ill. Mr. Mahan’s appoint- 
ment to this new office in the North 
Shore Line official organization comes 
as a reward for efficient service with 
transportation companies under the 
management of Samuel Insull and asso- 
ciates. 

It was while employed in the office of 
the auditor of disbursements of the 


__ Chicago, Rock Island & Pacific Railroad 


C. R. Mahan 


in 1905, where he had charge of the 
payroll department, that Mr. Mahan be- 
came acquainted with T. B. MacRae, 
now auditor of the Chicago Rapid 
Transit (elevated) Lines, who also was 
employed in the same office at that 
time. Mr. MacRae left this organiza- 
tion to become auditor of the Metro- 
politan West Side Elevated Railway, 
Chicago, about the same time that 
Mr. Mahan became chief clerk to the 
auditor of the Indiana Harbor Belt Rail- 
way, which was then in course of con- 
struction. The result of this early 
acquaintance was that on Sept. 1, 1907, 
Mr. Mahan was offered and accepted 
the position of chief clerk to Auditor 
MacRae on the Chicago elevated line. 

In 1911, following consolidation of 
the elevated lines under the manage- 
ment of Samuel Insull and associates, 
Mr. Mahan was appointed assistant 
auditor. He retained this position until 
May 1, 1916, when he resigned to accept 
a position as accountant with the Inter- 
state Commerce Commission in Wash- 
ington, D. C. While engaged in this 
work he was promoted to accountant 
in charge of a field party on valuation 
work. 

Returning to Chicago in 1921 to re- 
sume his position of assistant auditor 


x 


of the Rapid Transit Lines, Mr. Mahan 
served in this capacity until Feb. 1, 
1922, when he was appointed auditor of 
the North Shore Line. He was holding 
this position with the North Shore Line 
at the time of his recent promotion. 


Changes in Personnel 
at Fitchburg 


Stockholders of the Fitchburg & Leo- 
minster Street Railway, Fitchburg, 
Mass., met on Sept. 28 and initiated 
steps to reorganize the company. 
Wesley W. Sargent, president and gen- 
eral manager, resigned. Other resig- 
nations included Herbert I. Wallace as 
vice-president and William E. Putney 
as director. The others were also di- 
rectors. This left three vacancies on 
the board of directors, places filled by 
the election of Albert C. Brown, George 
R. Wallace, Jr., and Robert S. Parks, 
all of whom are residents of Fitchburg. 


‘+ Louis E. Cushing, Lowell, Mass., gen- 


eral manager of the Lowell & Fitch- 
burg Street Railway for the last 
eighteen years, will succeed Wesley W. 
Sargent as general manager of the 
Fitchburg & Leominster company. Mr. 
Cushing enters immediately on his new 
work. 

Oth>r directors of the organization 
are Harry G. Townsend, Emerson W. 
Baker, Charles F. Baker and Thomas H. 
Shea. Charles F. Baker is clerk of the 
company. A new president and vice- 
president will be elected. 


Major Mathews Resigns 


Major Philip Mathews, chief execu- 
tive officer New York Transit Com- 
mission, has resigned, effective Sept. 30, 
to accept the post of Director of the 
Governmental Research Bureau at 
Pittsburgh, Pa. Major Mathews took 
over the transit assignment on May 
15, 1924, when Lincoln C. Andrews re- 
signed to become assistant secretary of 
the treasury in charge of prohibition 
enforcement. Mr. Mathews has con- 
ducted many public hearings for the 
commission. In addition to the many 
transportation problems he helped to 
solve he has had general charge of all 
administrative affairs outside the offices 
of the secretary, legal advisers, and 
consulting engineer. Major Mathews 
has held many high army posts. 


J. F. Greenawalt, publicity manager 
of the Mountain States Telephone & 
Telegraph Company, was_ recently 
elected president of the Colorado Public 
Service Association, Denver, Col. H.S. 
Robinson was elected first vice-presi- 
dent and V. L. Board second vice- 
president. O. A. Weller will continue 
to serve as secretary of both associ- 
ations. 


Frank Kley, for some time assistant 
superintendent of the Monongahela 
West Penn Public Service Company in 
Elkins, W. Va., has been transferred 


597 


to Grafton, with a promotion to dis- 
trict superintendent. Mr. Kley has been 
connected with the electric interests at 
Elkins for more than nine years, going 
into the service of what was then the 
Elkins Power Company in 1917. He 
has continued his services with the or- 
ganization since that time. Mr. Kley 
was graduated from high school in 1917. 


L. C. Torrey Appointed Secretary 
and Treasurer in Chicago 


Lincoln C. Torrey, an authority on 
transportation finances, has ‘been ap- 
pointed secretary and treasurer of the 
Chicago, North Shore & Milwaukee 
Railroad—the North Shore Line—with 
offices in Chicago, Ill. His promotion 
to this position of trust at the age of 
36 years is an outstanding example of 
rapid advancement in the public service 
field. In addition to his duties with the 
North Shore Line, Mr. Torrey is assist- 
ant secretary and assistant treasurer of 
the Chicago Rapid Transit (elevated) 
Lines, also under the management of 


L,. C. Torrey 


Samuel Insull and associates, and treas- 
urer of the Niles Center Transit Com- 
pany. He entered the service of the 
North Shore Line on Jan, 1, 1921, as 
engineer auditor and rose rapidly to 
higher positions of responsibility with 
this company. He was promoted to 
valuation engineer in 1922 and became 
assistant treasurer in 19283. In March, 
1925, he was given the double duties 
of assistant secretary and assistant 
treasurer, which offices he was holding 
at the time of his recent promotion. 

Mr. Torrey was born at Byfield, 
Mass., in 1890. He was graduated in 
1912 from Harvard, where he special- 
ized in engineering. From 1912 to 1914 
he served with the engineer corps of 
the Pennsylvania Railroad, and during 
the following two years was pilot engi- 
neer on valuation of the same line as 
ordered by the Interstate Commerce 
Commission. He was cost engineer 
with the Goodyear Tire & Rubber Com- 
pany from 1916 to 1920. 

George R. Apfel has been promoted 
to assistant treasurer and Arthur E. 
Kullas assistant secretary, succeeding 
Mr. Torrey in these positions. George 
G. Green succeeds Mr. Apfel as cashier 
and Lurton F. Gottliebe has been ap- 
pointed assistant cashier. 
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Obituary 


A. D. McPherson 
A.D. McPherson, auditor of the Pitts- 
burgh Railways, Pittsburgh, Pa., 
dropped dead on Sept. 24 while crossing 


Smithfield Street at Fifth Avenue, 
Pittsburgh. Physicians ascribed his 


sudden death to heart disease. The late 
official had been identified with Pitts- 
burgh utilities since 1899, when he 
entered the employ of the Pittsburgh 
Traction Company as a clerk. When 
the Pittsburgh Railways was organized, 
following the consolidation of the city’s 
traction interests, he was made chief 
clerk of traffic receipts. In 1924 he 
assumed the duties of auditor. Besides 
- his railway affiliation he was a member 
of the Chamber of Commerce. 

Mr. McPherson was born in Bellevue. 
He attended the borough schools and 
the Allegheny High School. 


Alfred Craven 


Alfred Craven, well-known engineer, 
who had a large part in the construc- 
tion of the subways of New York City, 
N. Y., died Sept. 80 at Pleasantville, 
N. Y., where he had been living since 
his retirement six years ago. 

Mr. Craven was chief engineer of the 
old Rapid Transit Commission, under 
whose administration the dual subway 
rapid transit system was planned and 
built. His achievement in digging the 
subway system is ranked by engineers 
with that of the construction of the 
Panama Canal, and he was often re- 
ferred to as “the General Goethals of 
New York City.” 

He started in the service of the city 
in 1884, after making a reputation as a 
civil and mining engineer in California. 
In 1900, when the first New York sub- 
way work was begun, Mr. Craven was 
appointed division engineer of the 
Rapid Transit Commission, and was in 
charge of that part of the construction 
from Park Avenue and 41st Street to 
Broadway and 104th Street. 

Four years later he was made deputy 
chief engineer of the Rapid Transit 
Commission. In 1907 he was appointed 
deputy engineer of the Subway Commis- 
sion. He was made acting chief engi- 
neer of the same commission in 1910 
and a year later chief engineer, in 
which post he served until 1916, when 
he became consulting engineer to the 
Public Service Commission and its suc- 
cessor, the Transit Commission. He re- 
tired as consulting engineer in 1920. 

Mr. Craven was born in Bound Brook, 
N. J., Sept. 16, 1846, the son of Rear 
Admiral T. T. Craven. He was gradu- 
ated from the Naval Academy in 1867. 


Frank Cook, St. Louis district sales 
manager of the Ohio Brass Company, 
Mansfield, Ohio, one of the most widely 
and popularly known salesmen in the 
electric railway and power fields, died 
suddenly in Chicago, Sept. 30. Mr. 
Cook had been ailing for some time, 
but. his condition had not been con- 
sidered serious. In fact, he had re- 
cently seemed much improved. He will 
be mourned by a host of friends and 
leaves a place which the Ohio Brass 
Company feels can never be filled. 


Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


National Electrical Manu- 


facturers’ Association 


Gerard Swope Will Head New Organ- 
ization, Made Up of 270 Leading 
Companies 


Announcement was made recently of 
the creation of the National Electrical 
Manufacturers’ Association, an organi- 
zation consisting of -270 leading electri- 
cal manufacturers with a gross annual 
business exceeding $1,500,000,000. The 
new organization, with Gerard Swope, 
president of the General Electric Com- 
pany, as president, was formed by the 
merger of the Electric Power Club, the 
Associated Manufacturers of Electri- 
cal Supplies and the Electrical Manu- 
facturers’ Council. J. W. Perry, vice- 
president of the Johns-Manville Com- 
pany, Inc., was made treasurer. 

The general purpose of the new as- 
sociation is to advance the art of 
manufacturing adequate and reliable 
electrical equipment and to standardize 
electrical apparatus, which, it was said, 
will ultimately mean lower costs and 
lower selling prices to the public. The 
association will co-operate with the 
Department of Commerce in its con- 
structive work, both in standardization 
and simplification. 

Specifically, the objects of the new 
association, according to its constitu- 
tion, are to further the interests of the 
makers of electrical apparatus and sup- 
plies in manufacturing, engineering, 
safety, transportation and other indus- 
trial problems; to promote the stand- 
ardization of electrical apparatus and 
supplies; to collect and disseminate in- 
formation of value to its members or to 
the public; to appear for its members 
before legislative committees, govern- 
mental bureaus and other bodies in re- 
gard to matters affecting the industry, 
and to promote a spirit of co-operation 
among its members. 

Among the charter members were 
Allis-Chalmers Manufacturing Com- 
pany, Anaconda Copper Company, 
Crocker - Wheeler Company, Crouse- 
Hinds Company, Cutler-Hammer Manu- 
facturing Company, Electric Storage 
Battery Company, General Electric 
Company, Landers, Frary & Clark, Na- 
tional Carbon Company, Inc., National 
Metal Molding Company, Radio Cor- 
poration of America, Reliance Electric 
& Engineering Company, Robbins & 
Myers Company, Stromberg-Carlson 
Telephone Company, Western Electric 
Company and Westinghouse Electric 
& Manufacturing Company. 


New Bus Engines Will Be 
Exhibited 


A six-cylinder, light, high-speed bus 
engine of new design will be exhibited 
by the Waukesha Motor Company, 
Waukesha, Wis., at the American Elec- 


tric Railway Association convention in 
Cleveland. The engine has many fea- 
tures that are of interest, such as the 
Ricardo head, girder type crankcase, 
truncated cylinders, and a dynamic 
thermostat. 

All of these features are embodied in 
Waukesha heavy-duty bus engines such 
as are being used by the International 
Harvester, Wilcox, Versare and Fageol 
companies. 


New Italian Electric Locomotives 


Ten electric locomotives of a new 
type have recently been completed by 
the Breda Company of Milan for use 
on the Rome-Tivoli-Avezzano Railroad. 
The engines, which have a wheelbase 
of 38 ft., are equipped with two motors 
which drive through gearing a counter- 
shaft connected to the driving axles by 
coupling rods. They are designed to 
be operated by 10,000-volt, three-phase, 
45-cycle a.c., which is stepped down to 
a working tension of 1,600 volts. The 
motors are so arranged that either 
eight or twelve poles may be utilized, 
so that they may either be run in series 
or parallel. 


Authority on Strength of 
Materials Joins Haskelite Staff 


Prof. O. H. Basquin, who for 25 years 
has been on the staff at Northwestern 
University, has resigned from the 
faculty to take charge of the engineer- 
ing department of the Haskelite Manu- 
facturing Corporation with headquarters 
in Chicago. He has been acting as 
consulting engineer for this company 
since its organization. 

Professor Basquin’s principal inter- 
est in his own graduate work and in 
his teaching and research work has been 
in the field of strength of materials. 
One subject that attracted his attention 
particularly was the so-called fatigue 
phenomena of metals. When the Na- 
tional Research Council appointed an 
advisory committee on this subject to- 
ward the close of the war, Professor 
Basquin was made a member of the 
committee, the work of which is now 
drawing to a close. 

The experience of Professor Basquin 
will peculiarly fit him for the problems 
he faces in connection with the produc- 
tion and application of Haskelite, the 
structural’ plywood, and Plymetl, its 
steel-faced companion. The Haskelite 
products are used for a wide variety of 
applications where known physical 
properties are the first requisites. The 
process of production in the Haskelite 
plant must, therefore, be carefully safe- 
guarded to insure absolute uniformity 
in strength, weight and other proper- 
ties. The molding of Haskelite and 
Plymetl for bus and street car roofs 
and other uses introduces problems in 
manufacture that require very careful 
study and frequently the design of spe- 
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cial equipment. Professor Basquin will 
devote considerable time and effort to 
this phase of the company’s work. 


Important Tests Conducted on 
Paving Brick 


To settle the moot question as to 
whether brick less than 4 in. in thick- 
ness may properly be used in the con- 
struction of brick pavements, a compre- 
hensive investigation of the subject has 
been made on sections of pavement built 
of brick of different thicknesses and in 
the form of a circular test track at 
Arlington, Va. This investigation has 
been carried on by the Bureau of Public 
Roads of the United States Department 
of Agriculture, and the whole subject 
was covered in a thoroughgoing fashion, 
not only through service tests on the 
track itself, under accelerated traffic 
conditions, but also by means of a series 
of laboratory tests on the bricks to de- 
termine their quality. Several plants 
manufacturing brick of less than 3-in. 
thickness have also been visited to de- 

_ termine the attitude of the industry 
_ toward the use of a thinner brick and 
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is a common and serious fault in con- 
struction, unnecessarily increasing the 
cost and resulting in a condition which 
impairs both the appearance and the 
serviceability of the pavement; (6) base 
construction of other than the rigid 
type may in many cases prove entirely 
satisfactory; macadam bases and those 
constructed of certain types of natural 
earth appear to be suitable when the 
local conditions are such that these 
types of construction maintain their 
stability throughout the year; (7) no 
difference in the base construction is 
necessary for the different thicknesses 
of brick. 

On the basis of 1925 shipments of 
paving brick, the use of the 23-in. brick 
would indicate a saving to the country 
of more than $1,500,000 annually. 


New Yellow Buses for 
International Railway 
Five new gas-electric single-deck 
buses have been received by the Inter- 


national Railway of Buffalo, N. Y., for 
use over the new Kenmore-Tonawanda 
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Seattle Finds Way to Get 
Its New Cars 


Members of the utilities committee 
of the City Council of Seattle, Wash., 
now believe that a way is clear to issue 
$1,875,000 of bonds for the purchase of 
eighty new street cars. The proposal 
to issue the bonds was questioned by 
Comptroller Harry W. Carroll after 
the passage of the ordinance. He 
pointed out that as there has been a 
decrease in patronage on the street 
cars there could be no extensions. As 
a result of views expressed by five 
Councilmen at the recent committee 
meeting, it was predicted that a resolu- 
tion would be introduced in the Coun- 
ceil directing Comptroller Carroll to 
issue the bonds. 

T. J. L. Kennedy, Corporation Coun- 
sel, holds that if the bonds are issued 
for extensions to the railway system 
they would be legal, but if they were for 
replacements, they would be illegal as 
the state law provides that replace- 
ments of a municipal utility must be 
met from the revenues. Councilmen 
pointed out that since Mr. Kennedy had 


These Gas-Electric Buses Will Be Used in Interurban Service Out of Buffalo 


to ascertain if their manufacture pre- 
| sents any particular difficulties. 
> A reduction of thickness below the 
. usual 4-in. depth would give a resulting 
economy in the construction of brick 
surfaces. Several parts of the investi- 
gation have now been completed and an 
analysis of the data obtained has been 
published as a series of conclusions in 
the issue of Public Roads for Septem- 


ber. The report was made by L. W. 
_ Teller, engineer of tests, and J. T. 
Pauls, associate highway engineer, 


United States Bureau of Public Roads. 

Among the more important conclu- 
sions reached by the engineers were 
the following: (1) Brick 2% in. thick, of 
the quality used in the Arlington traffic 
tests, when properly supported, will 
prove satisfactory for pavements carry- 
ing the heavier types of traffic; (2) 
brick 2 in. thick, when properly sup- 
ported and of the quality used in the 
_ tests, will be adequate for pavements 
_ on streets carrying the lighter types of 
_ traffic; (3) a bedding course of plain 
sand is more effective in reducing break- 
age of brick than a cement-sand bed- 
ding course, the breakage being much 
less on the former than the latter. The 
depth of the sand bedding course should 
not greatly exceed 3 in. Increasing the 
depth tends to produce roughness in 
the pavement; (4) cobbling of the brick 
is greatly increased as the spacing be- 
tween bricks is increased; (5) the use 
_ of excessive quantities of asphalt filler 


route on Military Road. The units 
were built by the Yellow Truck & Coach 
Manufacturing Company of Chicago, Ill. 
They have a seated passenger capac- 
ity of 33. They are of the special type 
which has been developed for Mitten 
Management for use in Philadelphia. 

Pneumatic tires and dual wheels on 
the rear are provided on these new 
buses. The body design is of the city 
service type, to accommodate the maxi- 
mum number of seated passengers. 
Half-hour headways will be maintained 
in both directions over the Military 
Road, with fifteen-minute service dur- 
ing the morning and evening rush 
hours. 


American Locomotive Will 
Maintain Dividend Rate 


No thought is being entertained by 
the board of directors of the American 
Locomotive Company of reducing the 
dividend rate, according to William H. 
Woodin, chairman of the board. He 
states that the $8 annual dividend vir- 
tually is being earned at the present 
time. He added that the American Car 
& Foundry Company, of which he is 
president, is also earning its annual 
dividend. He believes that the outlook 
for locomotive and equipment business 
is somewhat better now because of the 
heavy traffic which the transportation 
companies are handling. 


left it up to them to decide whether the 
bonds were for replacements or exten- 
sions, there was really no new decision 
to make, as the ordinance already 
passed said the bonds were for exten- 
sions. Therefore, the way was clear 
for them to direct Comptroller Carroll 
to issue the bonds. The contract for 
the new cars has been let to the St. 
Louis Car Company. 


Duco for Brush Application 
Now Available 


For convenience in finishing sash, in- 
terior trim and in other places where 
spray application does not give maxi- 
mum efficiency, as well as for all finish- 
ing in shops not equipped with pneu- 
matie spray apparatus, Duco finish for 
application by hand brushing has re- 
cently been placed on the market by the 
chemical products division of E. I. du 
Pont de Nemours & Company, Parlin, 
N. J. This new type of Duco can be 
easily brushed on in the same way as 
varnish, paint or enamel. It dries dust 
free in a half hour and the second coat 
can be applied after three hours. The 
finish obtained possesses a hard, dur- 
able gloss, requiring no polish, although 
it can be rubbed to a brilliant luster if 
desired. The manufacturer states that 
it has been successfully used for re- 
finishing cars already in service, the 
Duco being applied directly over the old 
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paint or varnish, either in interior or 
exterior, and on either wood or metal. 

Time saving is an important element 
in the use of Duco. it is possible to 
complete the finish of an entire car in 
one day under rush-job conditions, this 
representing a real saving in the time 
that the car is out of service and also 
in freeing the paint shop for other jobs. 
It is claimed that the new brush Duco 
possesses the same durable finish that 
has characterized Duco heretofore 
applied by the spraying process. 

The finish may be used effectively on 
street cars as well as buses. The Du 
Pont Company states that Duco finish 
has been widely adopted as standard in 
the automotive industry, including 
many bus manufacturers, and is being 
used to an increasing extent on both 
steam and electric railways. 


Mack Sales to Electric Railways 


Announcement has been made by the 
International Motor Company, New 
York, N. Y., of a number of sales of 
Mack buses to electric railway com- 
panies in recent weeks. Among the 
orders listed were the following: 


Tri-City Railway, Davenport, Iowa, two 
25-passenger gas-electric, city type. 


Iowa Southern Utilities Company, three 


25-passenger city type (for operation b 
the Ottumwa Street Railway). : 
Topeka Railways, Topeka, Kan., two 
25-passenger city type. 
Twin City Motor Bus Company, one 29- 
passenger city type. 


Information for Users of Electric 
Steel Castings 


In the belief that there is a woeful 
lack of knowledge concerning the manu- 
facturing processes involved in the 
production of electric furnace steel cast- 
ings on the part of the users of these 
castings the Lebanon Steel Foundry, 
Lebanon, Pa., has published a very 
interesting set of bulletins on the sub- 
ject. Twelve of these bulletins have 
now been issued, and it is planned to 
carry the series still further in coming 
months. 

Beginning with bulletin No. 1, en- 
titled “The Rise of the Steel Casting 
Industry,” the series treats on such 
subjects as physical characteristics of 
electric furnace steel castings, qualities 
and uses of molding sand, cores, pat- 
terns, pattern mounting, various uses 
of electric steel castings, ete. The 
material is well illustrated throughout 
and has been couched in language which 


Metal, Coal and Material Prices 


Metals—New York Sept. 28, 1926 


Copper, electrolytic, cents prlb........... 14 
Copper wire, centsperlb................-- 16.25 
Lead cents per Ibi rcs es accents 8 

7 


Zine, cents per lb : 
Tin, Straits, cents perlb................-. 71.00 


Bituminous coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads; Rross tons. thc cee ee $5.875 
Somerset minerun, Boston, net tons........ 2.075 
Pittsburgh minerun, Pittsburgh, net tons... 2.00 
Franklin, Ill., screenings, Chicago, net tons 1.525 
Central, Ili., screenings , Chicago, net tons. . 1.40 
Kansas screenings, Kansas City, net tons... 2.35 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

F000 £6. <2 datk ii ates raha eee $5.75 
Weatherproof wire base, N. Y., cents perlb 17.75 
Cement, Chicago net prices, without bags. . 2.10 
Linseed oil(5-bbl. lots), N. Y.,centsperlb.. 11.4 


White lead in oil (100-Ib. kez), N. Y., cents 


is comprehensible to the man who is 
only indirectly interested in steel treat- 
ment. 

The bulletins are intended to be of 
an educational rather than an advertis- 
ing nature, and it is along similar lines 
that the series will be continued in the 
future. The Lebanon company will be 
very glad to furnish ‘all of the bulletins 
to date to any one interested in having 
them. Bulletins to be issued in the 
future will also be mailed to those who 
desire them. 


Sash Locks by O. M. Edwards 


Sash locks on the 50 street cars being 
built by the Osgood-Bradley Car Com- 
pany of Worcester, Mass., for the Pitts- 
burgh Railways are being furnished by 
the O. M. Edwards .Company of Syra- 
cuse, N. Y., instead of by the Dayton 
Manufacturing Company. This item 
was incorrectly reported in the issue of 
ELECTRIC RAILWAY JOURNAL for Sept. 4. 


Rolling Stock 


Chicago, Ill.—Nearly one-third of the 
100 new cars ordered last May by the 
Chicago Surface Lines were delivered 
on Sept. 15 and have.been placed in 
service. The remainder ’of the cars, the 
total cost of which is more than $1,600,- 
000, are expected to be-delivered within 
the next month. With. the additional 
equipment the company will have 445 
new cars, all of which were obtained in 
a little more than three years. During 
that time there has been-an-increase in 
service of 12,000,000 annual car-miles 
and an increase in riding of approxi- 
mately 83,000,000 revenue passengers. 

Richmond, Va.—Fifteen new buses 
were recently ordered by the Virginia 
Electric & Power Company to augment 
its bus fleet, which now numbers 64. 
The new equipment will be used on sevy- 
eral extensions and new routes which 
are being ‘planned by the railway. 
Thirteen of these buses have been pur- 
chased from the White Company of 
Cleveland, Ohio. Eight of these are 
model 50-B, seating 29 passengers, and 
five are of the smaller model 53, -seat- 
ing 21 passengers. The bodies for the 
smaller type chassis are being built by 
the Bender Body Company of Cleveland, 
Ohio. The two buses not being fur- 
nished by the White Company were 
ordered from the Yellow Truck & Coach 
Manufacturing Company, Chicago, IIl. 

Community Traction Company, To- 
ledo, Ohio, purchased twelve 29-pas- 
senger city type buses from the Inter- 
national Motor Company. The Mack 
buses will be operated on Front Street, 
at a four-minute headway. Smaller 
buses are being used for feeder service 
to the main bus lines operated by the 
company. It is possible that additional 
routes will be started in the near future. 


Track and Line 


Virginia Electric & Power Company, 
Richmond, Va., intends to lay out about 
10 miles of new trackage for the electric 
car service. On the Belmont line a 
double track will be placed from Bel- 


- mont and Cary Streets to Granite 


Street, adjacent to William Byrd Park. 


An extension will be laid on Broad 
Street from Sheppard Street to the 
city limits. In the Grove Avenue 
“Crest” section a line will be run on 
Lafayette Street from Broad to Grove 
Avenues, connecting with the existing 
Westhampton line. The Highland Park 
line will be extended along First Ave- 
nue to Highland Street, then to Patrick 
and to Meadowbridge Road. The Hull 
Street line, in South Richmond, will be 
run from the Broad Rock Road to 43d 
Street. 


Worcester Consolidated Street Rail- 
way, Worcester, Mass., is relocating and 
changing the grade of 8,700 ft. of track 
in the town of Boylston at an estimated 
cost of $13,500. Also the grade of track — 
is being changed on 2,900 ft. of track 
on Merriam Avenue, Leominster, at an 
estimated cost of $5,000. The cost of 
relocating and reconstruction of 475 ft. 
of track on Canal Street, Millbury, is 
estimated at $3,600. This will involve 
the use of 10 tons of 7-in. girder rail 
and a new special curve. Six new 
crossing frogs have been installed at 
Barbers Crossing at an estimated cost 
of $8,000. ; 


Trade Notes 


Ohio Brass Company, Mansfield, Ohio, - 
will pay an extra dividend of $1 a share 
on the common, in addition to the regu- 
lar quarterly payment. of $1 a share, 
according to a recent decision of the 
board of directors, it was reported. 


Central Alloy Steel Corporation is 
the new name under which the Central 
Steel Company of Massillon, Ohio, and 
the United Alloy Steel Corporation of 
Canton, Ohio, have been consolidated. 
The two plants in Massillon and Canton - 
will continue to be operated as divisions 
of the central organization. 


New Advertising Literature 


Ingersoll-Rand Company, New York, 
N. Y., has published an interesting little 
booklet entitled “Clearing the Way for 
the-Comforts of Life.” It embraces a 
brief narrative of the development of 
American railway motive power from 
its earliest stage and leading up to the 
recent advent of the oil-electrie loco- 
motive. A glimpse is given of the econ- 
omies already effected by this new type 
of locomotive and of its potential effect 
upon the future of railroading in 
America. : 


Reo Motor Car Company, Lansing, 
Mich., has issued a booklet describing 
its several types of buses. Illustrations 
and data on the chair coach for inter- 
city and interurban service, the pay- 
enter bus for city service and the pay- 
enter Grand for combination city and 
suburban service appear in the booklet, 
as well as a discussion of the relative 
ane eee of large and small capacity 

uses. 


General Electric Company, Schenec- 
tady, N. Y., has issued bulletin GEA- 
504, entitled “Electrification of the De- 
troit Tunnel Lines of the Michigan 
Central R.R.” Pictures and descrip- 
tions of the operation of the electrified 
division and of the electrical equipment 
are included. 


